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N THE resumption of the valuation hearings by the 
New York Transit Commission on March 20, the 
companies, in starting to present their side of the case, 
their opinion and evidence, very properly protested 


against the commission accepting the recommendations: 


of its own valuation bureau. It will be recalled that on 
Feb. 20, when these hearings opened with the bureau’s 
testimony—and then adjourned to be reopened March 
20—four sets of figures were presented and one of 
these recommended, 7.e., that based on estiniated original 
cost. Comment as to the significance of this valuation 
and recommendation was made in these columns in the 
issue of Feb. 25. Suffice it to repeat that these figures 
are testimony only—proper and necessary as a part of 
the complete picture—but they are testimony only. A 
fifth figure is yet to be presented, based on the future 
earning capacity of each of the roads upon the basis of 
the 5-cent fare and present conditions of management. 

It is of no use to enter upon an academic discussion 
of the basis or theory of valuation—the rule is pretty 
clear by this time. Smith vs. Ames is still controlling. 
The United States Supreme Court has named as some of 
the things to consider: 

The original cost of construction, 

The amount expended in permanent improvements, 

The amount and market value of its bonds and stock, 

The present as compared with the original cost of con- 
struction, 

The probable earning capacity of the property under 
particular rates prescribed by statutes. 

It is to be expected, therefore, that the commission in 
determining value will consider Mr. Madden’s figures 
merely as evidence. It would be a peculiar and 
anomalous position for the city or state to take, after 


the companies have been struggling along under in- 


creased prices of operation for a number of years on 
the theory held by the city that it is not responsible for 
increased cost, but that the whole burden must be borne 
by the companies, that appraisals should be based 
primarily on prices of many years ago. A basis adapted 
for operating expenses ought to be a good basis for 
costs or value in any appraisal of physical property. 

Some of the companies in their arguments are pre- 
senting figures for consideration on a basis which is 
somewhat analogous to “historical cost.” In some cases 
these figures are the lump sum capital expenditures 
made in order to produce the present systems. There 
is much to support historical cost as a very weighty 
piece of evidence, and the fact that many of these ex- 
penditures were made with the full knowledge and 
official sanction of the public’s commissions then in 
power should tend to give them more weight than 
ordinarily in determining fair values. These values 
exceed those recommended by Mr. Madden, but in 
general are less than Mr. Madden’s estimate of repro- 
duction cost on the basis of present day prices. 

Other figures yet to be presented are those on the 
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higher figure. The reason for this is that under their 
original franchises, granted to individual companies, 
the ride possible for a single 5-cent fare was compara- 
tively short, and it has been only through consolidations 
during the last thirty years that the ride possible for 
the 5-cent fare has been lengthened in many cases. Any 
such basis of valuation also should presuppose intelligent 
co-operation in the way of traffic regulation, etc., by the 
city authorities, at least to the extent that such co- 
operation is being afforded in other large cities in the 
country. As the commission’s consulting engineer, Mr. 
Turner, has pointed out, the operating expenses per car- 
mile of all the surface lines in Manhattan Borough are 
close to 60 cents. This is much too high and due very 
largely to the low speed of the cars, which is less than 
7 revenue car-miles per car-hour. With an increase in 
this figure of from 40 to 50 per cent, the appraisal 
figures on the basis of a 5-cent fare ought to be con- 
siderably higher than those on the so-called “original 
cost.” 

When the evidence is all in, the commission must then 
tackle what the Supreme Court of the United States 
calls the “embarrassing question” of reaching a con- 
clusion as to “fair value.” Actually, and properly, the 
controlling factor, if it follows leading commission deci- 
sions in fact, rather than in theory, will be that value 
which will make it possible for the railways to continue 
in successful operation, to furnish satisfactory service 
to the public at a fair price. This is the “value” for 
them to determine. 


What Are the Requirements of 
the Best Kind of Electric Railway? 


N ANSWER to this question must be given by three 
‘KM arbitrators as a result of hearings now being con- 
ducted in Toronto to determine the amount to be paid 
by the city of Toronto to the railway company there as 
recompense for the property which the city took over 
last September. This measure for determining the 
value of a railway system is a unique one. Usually the 
method followed in the United States is reproduction 
value on some basis of unit cost prices. There is no 
constitutional provision in either Canada or England 
corresponding to the one in this country by which 
private property cannot be taken without compensation, 
but the Toronto case is not affected by that fact. 
The words quoted in part above defining the basis 
of settlement in the Toronto franchise read in full as 
follows: 
In arriving at such value, the arbitrators are to consider 
and award only the .value of the said several particulars 
to the city at the time of arbitration, having regard to the 


requirements of a railway of the best kind and system then 
in operation and applicable to the said city. 


These words form part of the contract under which 
the company thirty-one years ago agreed to sell its 
property to the city, and there seems to be no reason 
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why the question should not come up in the United 
States in similar circumstances. 

Obviously, the purpose of the original contract was 
that the property should be valued on a service stand- 
ard; that is to say, the cars and rails were not to be 
taken over either at their second-hand value or at their 
original cost, but at an intermediate price, depending 
on their usefulness. But in the determination of this 
value, was the equipment to be compared with that of 
a high-grade electric railway of about the same size 
elsewhere, or do the words mean that the Toronto 
equipment taken over is to be compared with an ideal 
property, with all its physical property brand new? 
If the former is the case, it is natural to assume that 
the older equipment of the Toronto company or the 
greater part of it must be valued at a fairly high serv- 
ice standard, because a very large proportion of the 
equipment of every large electric railway company, 
even of “the best” electric railway companies, is 
obsolescent if not actually obsolete. On the other hand, 
if the words mean that everything has to be judged on 
the basis of what absolutely new or practically new 
equipment would do, the present Toronto equipment 
would have a much less value. 

It is easy to see that other queries might easily 
arise in the settlement of this question. For instance, 
if the second theory should prevail, whose opinion 
should be selected as to what is the best type of cars 
and rails to use in a city the size of Toronto? On this 
point the opinions of experts even for the same property 
would differ widely. 

Altogether the conclusions of the arbitrators on the 
meaning of these words promise to be of interest, even 
if there is no similar question in other pending valua- 
tions for which they could serve as a precedent. 


Development of the One-Man Car 
Is Going Forward 
A YEAR or so ago, if any one had read a paper 
proposing a design of one-man cars different from 
the so-called standard safety car, there would have been 
a vigorous defense of the standard design and serious 
objection raised to any change. At that time, there 
were many who realized that if the one-man car was to 
be used under certain traffic conditions, a change in 
the so-called standard would be desirable, but any sug- 
gestion along the line met with decided opposition— 
even ridicule. The editors of this paper were urged 
to give less space to views on changes in one-man car 
design and were criticised when they pointed out that 
while the standard form had many advantages the field 
of the one-man car might be greatly extended by a car 
with double doors and a little more generous dimension- 
ing. 
During the past twelve months or so there has been 
a notable change in this attitude. First, there was the 
development of the double-door one-man car in Madison, 
an account of which was published in this paper a year 
ago this month. Then came the double-door car in 
Baltimore, a full account of which was made public last 
September. Then came the two types of safety cars 
developed for use on the Chicago Surface Lines; then 
the turnstile cars, described by Mr. Sweet at the New 
York State convention and in use in Syracuse and 
Utica; and most recently the Connecticut Company 
double-truck cars described in the Feb. 18 issue of this 
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paper. The order here cited is simply that in which 
information about these cars was made public, not 
necessarily the order in which the cars actually were 
developed. At first, these variations from a standard 
type of car aroused the same kind of opposition which 
was mentioned earlier in this editorial, but there must 
now be a feeling that variations are inevitable. The 
paper by H. H. Adams at the Illinois convention last 
week elicited at that meeting no comment but com- 
mendation of this effort to design a car to suit a par- 
ticular set of needs. 

There is a proverb that hope springs eternal in the 
human breast, and when the Birney car was developed 
and its use spread to many cities operating under vari- 
ous conditions of traffic, there was undoubtedly some 
ground for the belief that a universal car had finally 
been evolved or at least a car which would be suitable 
for perhaps 60 to 70 per cent of all surface city traffic. 
This meant a realization of the long held ideal that cars 
could be built for stock and, so to say, could be produced 
in quantity and sold “off the shelf” like so many stand- 
ard bolts or cans of vegetables. Naturally this would, 
or should, bring about a material reduction in manufac- 
turing costs over the special car. Hence there was 
the strong effort to establish standardization along the 
lines of this car and the consequent disappointment 
when variations began. Incidentally, some railway men 
felt that the promised saving in cost, due to the one 
design, had not been fully realized. 

Actually, the cause for these variations was not that 
the Birney car was not adapted to a great many con- 
ditions. The cause was, rather, that it was almost, if 
not quite, an impossible task to design any one car which 
would be best adapted for all conditions of electric rail- 
way service, including various lengths of passenger ride, 
varying extents of passenger interchange, different rates 
of acceleration desired, habits of people, etc. 

Mr. Birney’s great contribution to the industry was 
not the design of a car about 28 ft. long, 8 ft. wide and 
seating thirty-two passengers. Instead, it was first the 
establishment on a large scale of the important fact 
that with a suitable car, equipped with the proper time- 
saving and other appliances, a single operator was able 
to perform the functions of both motorman and con- 
ductor under widely varying conditions of traffic. 
the second place, he turned the tide against the long 
heavy car and convinced the industry of the economies 
of light weight, of the resulting skip-stop effect of the 
small load and of the traffic advantages of short head- 
way. 

Much as the fact is to be regretted from the stand- 
point of cost, the hope of a standard car for all conditions 
must be given up by those who held it. This does not 
prevent, however, much progress along the lines of car 
standardization. The extent to which the original 
Birney car has been found to be adaptable to different 
classes of service should be an object lesson in the 
future. There should not now be the same desire for 
slight variations which affect the cost of construction. 
As long ago as 1915 this paper pointed out that a great 
saving in car costs would follow the general adoption of 
standard spacings between sideposts, standard window 
sizes, standard contour of roof, one or two standard 
widths and three or four standard lengths. Such stand- 
ardization would bring about a material reduction in 
manufacturing costs over the special car, perhaps to 
almost the same extent as would a standard car itself. 
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Toronto Takes Over Street Railways 


Assumed Possession of System in September, 1921, When Thirty-Year Franchise of Private Company 
Expired—City Has Now Largest Municipal Railway in North America and Is Spending Eleven 
Million Dollars for Immediate Rehabilitation and Extensions—Construction of Terms 
in Original Franchise in Regard to Payment for Property Taken Over Now 
Being Considered by Arbitration Board 


LookING HAst oN KING STREET AT YONGE STREET, Ppp. 18, 1922. avr 12:45 p.mM. THIS SHOWS A TYPICAL 
CONDITION DURING A SATURDAY Noon RusH Hour 


HEN the city of Toronto in September last 
- took over the property of the Toronto Railway 
it acquired a system which, at least in number 
of cars owned, is larger than that of any other municipal 
railway in North America. The Toronto Railway 
operated about 143 miles of track and 830 cars. In 
addition to this property the city owns what are known 
as the Toronto Civic Lines. The construction of these 
lines was commenced by the city about ten years ago 
and since then they have been operated by the munic- 
ipality. They comprise about 22 miles of track with 
seventy cars and have been combined with the property 
taken over from the Toronto Railway. The city has 
also taken over and is now operating the city portion 
of the Scarboro division of the Toronto & York Radial 
Railway, 1.87 miles in length. Further, the city plans 
to take over soon and operate in conjunction with its 
present system the portions within the city limits of 
the several remaining radial or interurban lines built 
or operated by private interests. Table I shows mileage 
of track and cars taken over from the Toronto Railway 
and those belonging to the Civic Railway. 

Exclusive of the 20 miles or so of track in the yards, 
the mileage comprised in the entire system, including 
the portions of the Radial Lines to be taken over, will 
be approximately 179 miles. On the basis of about 
530,000 inhabitants in the city proper, this gives 
Toronto a mile of track for every 3,000 resident 
population. Including the immediately adjacent com- 
munities, the population of the city amounts to about 
575,000, exclusive of a floating population of about 
10,000. At present about 950 cars are operated at the 


maximum rush-hour peak. During the middle of the 
day the service calls for 390 cars, with headways of 
about four minutes on the different lines. In addition 
to street car service, the city is now operating two 
motor bus routes with seven gasoline buses, and expects 


TABLE I—SHOWING MILES OF TRACK AND CARS BELONGING TO 
THE PRESENT TORONTO SYSTEM 


Toronto Civie Added Since Total o 
Railway Railway Sept. 1, 1921 Feb. 1. 
Miles of single track: 
Enistreétis.imiaaiee ee enged w ee 132.99 21.09 7.25 161.33 
Tnicarhouses:, - ree. shes eee 9.83 1.26 6.61 17.70 
Cars 
Double-truck pay-as-you-pass ...... Ae 190 190 
Double-truck trailers. ....... om 60 60 
Old double-truck closed... . . . 475 37 512 
Old single-truck closed....... 234 33 267 
Old single-truck trailers... .. U2 akoocsrre, 121 
Service cars.) sma. cease te ir 50 3 4 57 
(Carhousess.c)ct an senate 5* 3 Jane 8 
Shops.) i: Jennie ekeetaces Sea Ut Sa ete. I 
Substations.5) 0 tcc soe pea ears 5 - 1 10 


* In addition to the five carhouses belonging to the Toronto Railway taken 
over by the city, the company had a small frame carhouse which it still owns. 


soon to augment this service with four more gasoline 
buses and four trolley buses. The revenue passengers 
per day average 550,000. ; ; 

During the latter part of its franchise the company 
had no inducement to put new equipment in service 
because there was no guarantee that it would be taken 
over by the city at what the company considered fair 
value. In consequence there was a reduction in the 
service as shown in Table II. ; 

A brief account follows of the events which preceded 
and led up to the acquisition of the property of the 
Toronto Railway by the city. This account will show 
that history repeats itself in Toronto as elsewhere: 
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TABLE II—SHOWING REVENUE PASSENGERS AND OPERATING 
EXPENSES PER CAR-MILE YEAR ENDED JUNE 30 
Reference Ontario Railway and Municipal Board 


1915 1920 
Passengers 0.5 ans ee Ne, eee 6.53 9.03 
Expenses, (cents): 255..") <5, «52 Ged eens 15.42 30.58 


When the Toronto Railway gave up its railway system 
in September, 1921, it did just what an earlier company 
had done thirty years previously at the expiration of 
its thirty-year franchise. 


First STREET RAILWAY IN 1861 


The first street railway system in Toronto was estab- 
lished in 1861, when-a franchise for thirty years was 
granted to Alexander Easton and others. Under this 


DISTRIBUTION OF POPULATION AT 1914 
AND INCREASE FROM 1909 
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not advanced to admit the transfer being made. The 
city assumed possession on May 20, 1891, the amount 
of the award being $1,453,788, and it immediately adver- 
tised for bids for a new company on a thirty-year 
franchise. At that time the system was still being oper- 
ated by horses. 

Tenders were requested on four different bases as to 
fares, guarantee of company bonds, etc. Several 
tenders were received, and the franchise was finally 
awarded to a company made up of Henry A. Everett, 
who was then largely interested in the Cleveland Rail- 
way; William McKenzie, a large contractor in Toronto; 
George W. Kiely, who had been connected with the 
previous company, and others. 


Fic. 1—DIAGRAM SHOWING DISTRIBUTION OF POPULATION IN AND AROUND THE CITY OF TORONTO, 1914. 
EacH Dot REPRESENTS 100 PEOPLE 


franchise the only payment made to the city was a 
license fee of $5 per car per year. Afterward, in 
1889, a payment of $600 per annum for each mile of 
single track used by the company was made in con- 
sideration of the construction by the city of the pave- 
ment required in connection with the tracks and the 
maintenance of this paving. The rate of fare was 5 
cents, and tickets were sold at six for 25 cents and 
twenty-five for $1, with school tickets at a reduced rate. 
No transfers were given and no night cars were run, 
and under city ordinance no cars were permitted in 
service on Sunday. , 
According to this franchise the city had the right to 
take over the property at the end of the franchise, but 
on its expiration on March 26, 1891, an extension of time 
was necessary because the arbitration proceedings had 


The company took over the property from the city on 
Sept. 1, 1891. Some of the features of the franchise 
were as follows: 


PRINCIPAL FEATURES OF FRANCHISE OF 
TORONTO RAILWAY 


1. The company received the exclusive right and 
privilege of using and working street railways in 
Toronto during the continuance of the franchise, except 
on that portion of Yonge Street, north of the Ontario 
& Quebec Railway (now Canadian Pacific Railway), 
and that portion- of Queen Street (Lake Shore Road) 
west of Dufferin Street. On these excepted portions of 
the city, the company was also entitled to privileges in 
so far as the city had the power to grant franchises 
for the full thirty-year period that did not interfere 
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with the rights of existing street 
railway corporations on these streets. 

2. If, at the end of the thirty-year 
franchise, the city desired to exercise 
the right of taking over the property 
necessary to be used in the working 
of the railways, at least twelve 
months notice must be given to the 
railway company to this effect. In 
case such notice was not given, the 
franchise became automatically ex- 
tended from year to year. In this 
case, however, the city had to give 
only six months notice to the com- 
pany of its intent to take over the 
property. If such notice was given, 
the franchise provided for an arbi- 
tration board to determine the value 
of the property. In such arbitration 
the franchise declared that the board 
must use as a measure of value “a 
railway of the best kind and system 
then in operation.” The full wording 
of this clause follows: 

In determining such value, the rights 
and privileges granted by the said 
agreement and the revenue, profits and 
dividends being or likely to be derived 
from the enterprise are not to be taken 
into consideration, but the arbitrators 
are to consider only the actual value 
of the actual and tangible property, 
plant, equipments and works connected 
with and necessary to the operation of 
the railways, which is not to include 
any land, property or rights acquired 
or used in connection with the said 
street railway, and which do not actu- 
ally form a part of the said street 
railway undertaking necessary to the 
carrying on of the same. ; 

In arriving at such value, the arbi- 
trators are to consider and award only 
the value of the said several partic- 
ulars to the city at the time of the 
arbitration, having regard to the re- 
quirements of a railway of the best 
kind and system then in operation and 
applicable to the said city. 

3. The company was to pay for the 
construction of all track, i.e., rails, 
ties and fastenings, but the city was 
to pay for the cost and maintenance 
of all foundations and pavements 
and of all repairs to the same except 
those caused by the railway when it 
had to tear up paving to make repairs 
to its tracks. This has to be made 
good by the company. The company 
had to keep its tracks in a state of 
thorough efficiency and to the satis- 
faction of the engineer of the city, 
and to remove, renew, or replace the 
game as circumstances might require, 
and as the city engineer might direct. 


TYPICAL VIEWS IN TORONTO 

The upper view shows Queen Street at 
5.15 p.m. Feb. 15; the one below Yonge 
Street at 1:10 p.m., Feb. 18 (Saturday) ; 
the lower view Yonge Street at 4:45 p.m., 
Feb. 16 with zero weather. The large num- 
ber of autos should be noticed et with 
only 42-ft. wide roadways, the crossing at 
Yonge and Queen Streets carries 209 trains 
on Yonge and 104 on Queen during the 
maximum afternoon rush hour. 
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tain regulations, so that if the city 
* should extend its territorial limits, 
these extensions would be governed by 
regulations similar to the main fran- 
chise, and the franchise for them 
would terminate on Aug. 31, 1921. All 
such extensions had also to be built as 
recommended by the city engineer and 
approved by the City Council. (The 
practical effect of this clause was that 


Population per Acre 
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few extensions were made, and this 
prompted the construction by the city 
of the Civic Railway lines in 1910-11- 


Fic. 2—Composire Curves oF PopuLATION DENSITY IN TORONTO 


When streets were to be paved in a permanent man- 
ner by the city, the track also had to be reconstructed 
according to the best modern practice as approved by 
the city engineer. 

4. The company was to pay the city $800 per year 
per mile of single track. (This figure was considered 
to be roughly in lieu of pavement charges paid by the 
city as outlined above.) The company was also to pay 
the city a percentage of its gross receipts as follows: 
Up to $1,000,000, 8 per cent; between $1,000,000 and 


$1,500,000, 10 per cent; between $1,500,000 and 
$2,000,000, 12 per cent; between $2,000,000 and 
$3,000,000, 15 per cent; on all gross receipts over 


$3,000,000, 20 per cent. (This payment was considered 
to be equivalent to a tax on its franchise, and the com- 
pany was exempted from all other taxes except school 
and real estate taxes.) 

5. Fares were to be as follows: Single fare, 5 cents, 
except between midnight and 5:30 a.m., when the fare’ 
was to be 10 cents. Tickets good at any time except 
on the late night cars, six for 25 cents and twenty-five 
for $1. Limited tickets, good between 5:30 a.m. and 
8 a.m. and between 5 p.m. and 6:30 p.m. eight for 25 
cents. School tickets, with the usual restrictions, ten 
for 25 cents. In addition to the above, free transfers 
had to be given. 

6. The railway company agreed to build and equip 
a factory in the city for the manufacture and repair 
of all cars used on the railway during the life of the 
franchise. 

7. A track gage of 4 ft. 10% in. had to be maintained, 
and track grades had to conform to street grades. 

8. The railway company was not permitted to extend 
beyond the then city limits without conforming to cer- 
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Fic. 3—Curves SHOWING POPULATION DENSITIES OF VARIOUS CITIES 


12. It was the position of the com- 
pany not only that it was under no ob- 
ligations to go outside the city limits 
of 1891 but that it was not permitted 
to do so under the franchise. Litiga- 
tion followed this statement of position, and the case 
was finally taken to the Privy Council in London, Eng- 
land, where the position of the company was sustained. 
Probably much of the prosperity of the company during 
the first twenty years of its franchise was due to the 
fact that its activities were confined to the highly con- 
gested central territory of Toronto.) 

9. The railway could purchase land to operate pleas- 
ure resorts, but in case the city took over the railway 

16 
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Fic. 4—Curves SHOWING PERCENTAGE OF ANNUAL INCREASE OF | 
POPULATION IN ee CITIES 


in 1921 such lands or real estifte would not ‘be a par 
of the property acquired by the mCity.* 

10. Track allowances had to be kept free from snow 
and ice by the railway. In case thé snow fell to more 
than 6 in. in depth, it had to be carted away at the 
expense of the railway. 

11. Employees must not be required to work more 
than ten hours a day, or sixty: hours a week, or six 
days a week, and no adult employee shall be paid less 
than 15 cents an hour. 

12. Sunday cars were not permitted. (Sunday service: 
began in 1897 under a supplementary agreement, ) ; 


ENTERPRISE AT FIRST SUCCESSFUL 


In an interview with Mr. Everett in 1895, four years: 
after the line was taken over by the new ae 
Mr. Everett said in part as follows: 

“The cash capital of the ‘Toronto Company paid in 
was $600,000, for which $6,000,000 worth of stock was 
issued. This is selling in the market at the end of 
three years for $75 (par value» $100), which is an 


“increase of $3,780,000 over the investment of $600,000 


three and a half years, ago. The property has been 
bonded for. $2,800,000 in 44 per cent, twenty-thirty year 
sinking fund bonds, which were sold on a 5 per cent 
basis. We have paid no dividends as yet, but the 
accrued: profits for the three years and four months 
have been $629,000. 

“The reduction of fares (over those prior to Sep- 
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tember, 1891) has not affected the wages of our men. 
We are paying 16% cents per hour, the same as before 
the reduction and 18 cents more than the contract re- 
quirements in the city franchise. The hours are limited 
to ten hours per day and sixty hours per week, and these 
wages are fully equal to 20 cents an hour in the States. 

“The total cost per car-mile run in the city of Toronto 
for the year 1894 was 8.33 cents, which included insur- 
ance, taxes, injuries, and damages, in, addition to all 
operating expenses, not allowing, of course, _for the 8 
per cent of gross receipts.” 

At the beginning of the company’s franchise the only. 
taxes it was called upon to pay, in addition to the per- 
centage on receipts and the pavement charge, were 
school taxes and the ordinary tax levied against the 
company’s real estate, which were especially mentioned 
in the franchise. After several years, however, the 
city commenced to assess the company’s rails, poles and 
wires. This assessment was protested by the company, 
but in 1897 the courts decided that the roads, poles 
and wires were real estate. At first the assessment 
was about $1,000 per mile of.track, which was termed 
“scrap value,” but in 1902 the assessment was increased 
to $6,300 per mile. 

In spite of these facts the enterprise, on the whole, 
was prosperous until the great increase in the cost of 
labor and materials due to the war began to make 
inroads into the earnings of the company. In 1913, the 
year before the war, the gross income was more than 
$6,000,000 and represented an increase of 147 per cent 
during a decade, or an average of 14.7 per cent per 
year. In spite of the fact that 18 per cent of the gross 
earnings were being paid to the city under the agree- 
ment or in general taxes, the company showed a surplus 
after paying 8 per cent dividends of its stock and had 


no difficulty in issuing new stock at par to its stock- 


holders. Its average operating ratio for the ten years 
ended with 1913 was 54.85 per cent. By 1920, however, 
the company was paying 60 cents maximum to its motor- 
men and conductors, and while the gross earnings, had 
increased to $7,909,891, the net balance from operation 
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DIAGRAM SHOWING VOLUME AND 
DISTRIBUTION OF DAILY PASSENGER 
TRAFFIC ON VARIOUS STREET CAR 
ROUTES IN THE CITY OF TORONTO | 
UNDER NORMAL MIDWEEK CONDITIONS 
DURING AUGUST 1915. 
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Fic. 5—CurvVES SHOWING GROWTH OF RIDING HABIT IN 
VARIOUS CITIES 


was only $1,283,383, and the payment to the city 
amounted to $1,559,868, or 121 per cent of the net 
balance. An accompanying table gives the financial and 
traffic data of the company. 


STATISTICS OF TORONTO TRAFFIC 


In 1915 the city authorized an extended inquiry into 
the transportation situation in and around Toronto in 
connection with the entrances into the city of the radial 
lines. The committee in charge of the inquiry consisted 
of R. C. Harris, Commissioner of Works; F. A. Gaby, 
chief engineer Hydro-Electric Power Commission of 
Ontario, and E. L. Cousins, chief engineer Toronto 
Harbor Commission. Among the conclusions reached 
by the committee was that the city should acquire the 
Toronto Railway at the expiration of the franchise in 
1921, that a comprehensive program for street trans- 
portation development should be committed to a com- 
mission, consisting of representatives from the city, 
the Harbor Commission, and the Ontario Hydro-Electric 
Power Commission, and that a rapid transit system in 
the strict meaning of the term was not required at 
present in Toronto. 

Many interesting data and charts were compiled 


a wat ih 


The diagram shows the tolal combined inbound and outbound 
traffic hetween 6am and 12pm at each point along the 
several streets traversed. 
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“SCALE 32-7 PASSENGERS 


Civic TRANSPORTATION COMMITTEE 
TORONTO. 1915. 


TRAFFIC IN TORONTO 
Fig. 6—D1ackRAM SHOWING VOLUME AND DISTRIBUTION OF STREET RAILWAY 
UNDER NorMAL MIDWEEK CONDITIONS DuRING AUGUST, 1915 
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showing distribution of population and traffic. Although 
for the most part these data relate to 1915, some of the 
most interesting charts are reproduced in this article 
as the latest available. 

Fig. 1 shows the distribution of population in 1914, 
each dot representing 100 people. In the report of the 
commission this chart was one of a series in which 
changes in the distribution of population over the pre- 
vious period were distinguished by the color of the dot. 
In 1914 the population within the city was 470,100 and 
that adjacent to the city 31,400. 

Fig. 2 shows the population per acre in Toronto at 
different periods and in zones from the civic center of 
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seems to be about 520. This theory has been followed 
in the chart reproduced. 

Fig. 6 gives the approximate distribution of passen- 
ger traffic on various street railway routes in the city 
of Toronto under normal midweek conditions during 
August, 1915. The width of each route line is propor- 
tional to the combined ‘inbound and outbound traffic 
between 6 a.m. and 12 p.m. at each point along the sev- 
eral streets traversed. 

Fig. 7 shows by the colored area within the outside 
line the distribution of office and retail business dis- 
trict, heavy and light manufacturing and residential 
districts of Toronto, as estimated with a population of 


DY - 
POPULATION OF 1.500.000.°>- 


Fic. 7—Map SHOWING EXTENT AND CHARACTER OF OCCUPANCY OF THE AREA REQUIRED BY TORONTO 
WITH A POPULATION OF 1,500,000 PEOPLE 


the city at the corner of Yonge and Queen Streets. 
The data given in this chart are predicated on the re- 
moval of the traffic barriers presented by the Humber 
River and the Don River. A similar chart (not shown) 
shows the same data in case these barriers are not 
broken. Fig. 3 shows the population per acre for 
Toronto as compared with other cities mentioned. Fig. 
4 gives the percentage of annual increase in population 
of various cities. Fig. 5 gives the rides per capita in 
different cities, the curves for the higher populations 
being estimated. In its discussion of these estimates 
the commission points out that the so-called “law of 
squares,” that is, that revenue rides increase as the 
square of the factor of the increase of population, can 
be applied only as an approximation to a city in its 
earlier periods of growth, and that the limit of rides 
per capita per annum under present transit conditions 


barriers 
city are 
-In this 
area of 
The municipal 


1,500,000 people, assuming that the existing 
presented by the rivers on each side of the 
broken by adequate means of transportation. 
map the municipal boundaries and built-up 
1915 are shown within the outside line. 
boundaries of 1891 are alsd given. 


CiTy DECIDES TO PURCHASE PROPERTY 


In August, 1920, the city notified the company that it 
would take over the property at the expiration of the 
franchise on Sept. 1, 1921, and appointed a committee 
to negotiate the purchase, consisting of the Commis- 
sioner of Public Works, the Commissioner of Finance, 
and the Corporation Counsel. Negotiations were begun, 
and while the city began operation of the property on 
Sept. 1, 1921, the question of compensation has not been 
settled, as the wording of the clause upon the basis for 
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THE TORONTO RAILWAY COMPANY STATISTICAL STATEMENT FOR THE YEARS 1910 TO 1920 


1920 1919 1918 1917 1916 1915 1914 1913 1912 1911 1910 

Grossincome.......... $7,909,891 $7,234,895 $6,526,302 $6,291,759 $5,973,161 $5,694,136 $6,127,096 $6,949,018 $5,448,050 $4,851,541 $4,377,116 
Operating, maintenance 

and other charges. . . . $6,626,508 $5,655,65% $4,509,651 $3,815,277 $3,350,657 $3,250,611 $3,529,546 $3,123,308 $2,866,550 $2,653,361 $2,237,187 
Net earnings. . ai atananihava $1,283,383 $1,579,236 $2,016,651 $2,476,481 $2,622,503 $2,443,524 $2,597,550 $2,925,719 $2,581,500 $2,198,179 $2,139,928 
Passengers carried..... . 197,346,726 182,377,494 166,510,326 158,087,984 149,529,754 142,061,258 152,966,153 151,236,925 135,786,573 120,997,844 169,415 264 
PLEANSIELS Pee. oe es 77,911,713 70,446,128 63,176,397 .62,301,63€ 61,342,763 62,398,638 65,778,022 63,033,118 56,176,985 48,730,671 42,630,756 
Percentage of charges 

etc., to passenger earn- ~ 

ROMs. eats &4.2 79.5 i iter (ee 61.5 57 57.9 58 4 52.2 53.4 55.2 51.6 


this compensation is capable of several interpretations 51 in. full fare must be paid. The position of the 
and is now being considered by an arbitration board. mark is such that the conductor can see at a glance as 
This board consists of Major Hume Cronyn of London, a child enters the car whether it is over or under this 
Ontario, chairman; Sir Adam Beck for the city, and limit. 
Sir Thomas White for the company. Hearings were 
begun on Sept. 13, 1921, and the company, after sixty- 
four sessions, completed its presentation of the case on To take care of immediate improvements and provide 
Jan. 27. Adjournment was ordered until March 14, part of the purchase price for the company, the city 
when the city was to commence the presentation of its im 1921 issued $15,000,000 in serial thirty-year bonds, 
side of the case. The testimony has been printed in Carrying interest at 63 per cent. These bonds were 
abstract from time to time in the news columns of this ‘0!d to the public at about 102. One-third of this issue 
paper commencing with the issue of Sept. 24, 1921. was sold in Canada, with principal and interest payable 
in Toronto, and two-thirds in the United States with 
MUNICIPAL OPERATING ORGANIZATION principal and interest payable in either Toronto or New 
The municipal operating organization is entirely sep- York, at the option of the holder. A sinking fund was 
arate from the committee appointed by the city to established to begin in three years and to pay off entire 
negotiate for the purchase of the property. It is known bond issue in thirty years. The charges for sinking 
as the Transportation Commission and consists of P. W. fund and interest amount to about $1,200,000 per year. 
Ellis, chairman; George Wright and R. R. Miller, com- The tax rate of the city in 1921 was $33 per thousand. 
missioners with H. H. Couzens as general manager of |= The budget of the commission for its 1921 program 
the system. D. W. Harvey, who prior to the formation and covering both construction and rehabilitation was 
of the commission had charge of the Civic Railway as follows: 
lines, is assistant manager; A. T. Spencer is engineer- 


FINANCIAL ARRANGEMENT 


Sa i SUD ee i calc eas OPS in 48h 88 
J. W. Howden is superintendent of schedules, and J. Carhouses and shops, including tracks in same...............- 1,900,000 
McCulloch is traffic superintendent. Mr. Spencer came T*scks omstreets...---.-..--..-.. es ages en ee ciel s sie 4,500,000 
from Montreal, where he had long been associated with Total... ........-.5..--- tess e tees ee sees beset teens ees $11,000,000 
the Montreal Tramways Company, and the three off- 1 a Se ee 
' cials last mentioned have been connected with the One of the enlarged carhouses will have a storage 


Toronto Railway. The act under which the Transporta- capacity of 9,000 sq.ft., with eighteen tracks, and the 
tion Commission was appointed declares that the rev- other a storage capacity of 21,000 sq.ft. with twenty-six 
enues from the property should pay the whole cost tracks. 
of the service. The commission has extensive plans for improving 
This meant, of course, that the fares would have to the service in addition to physical improvements. One 
be raised. The fares under company management re- of these is to decrease the number of stops so as to 
mained as specified in the franchise. When the city increase the schedule speed, which, on the Toronto 
took over the property the fares were raised to 7 cents Railway, has averaged 8.84 m.p-h. 
cash with four tickets for 25 cents and fifty for $3, A careful traffic survey will also be conducted to 
with a cash fare of 15 cents between midnight and determine whether there will be any gain in rerouting. 
5:30 a.m., and no workmen’s tickets. Children are still Methods of ameliorating conditions during the rush 
carried at half rates. hour will also receive especial attention. At present, it 
A novel method is followed in determining whether is estimated that 37 per cent of the business is done 
a child is entitled to ride at half rates. The criterion between 7:30 and 9 a.m. and 4:45 to 5:45 p.m. This 
is not the age but the height of the child. A mark is is a 65 per cent increase since 1915, although the gen- 
painted at the car entrance and near the fare box 51 eral traffic has increased only 35 per cent during those 
in. above the car floor. Any child shorter than that years. A traffic study department has been appointed 
height can travel at the reduced fare. If taller than to conduct special studies along these and similar lines. 


LINE WAS TAKEN OVER, SHOWING QUEUE OF PASSENGERS TRANSFERRING 


WITH THE CONSOLIDATION OF THE 
ro RAILWAY CARS AND Civic RAILWAY CARS. 
gk cage Two SYSTEMS THIS CONDITION Has BEEN ELIMINATED 


Sr. Clair AVENUE AT AVENUE RoaD, MAY, 1921, BEFORE 
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EIGHTY-ToN ELectTrRIc LOCOMOTIVES IN SWITCHING SERYICE ON THE NEW YorK, NEw HAVEN & HARTFORD RAILROAD 


Electric Switching Locomotive 
Results 


Experience of the New York, New Haven & Hartford 
Railroad Is Cited to Demonstrate the Reliability and 
Serviceability of the Electric Machines in 
This Class of Service 


By F. W. CARTER 
Department, Westinghouse Dlectric & 
Manufacturing Company 


Railway 


N THE report of the committee on heavy traction of 

the American Electric Railway Engineering Associa- 
tion, presented at the Atlantic City Convention last 
fall, considerable information regarding electric switch- 
ing locomotives was given. The report included data of 
the sixteen New Haven switching locomotives, one of 
which was put into service in 1911 and fifteen in 1912. 
These locomotives have, therefore, been in use prac- 
tically ten years. In view of the length of this service 


and of the attention being given to electric locomotive 
switching by the men interested in electrification, some 
recent information will be of interest. 

When the New Haven yards were electrified, every 
three electric locomotives replaced five steam locomo- 
tives which had been used for switching service. The 
sixteen locomotives in electric switching service weigh 
80. tons each and are of the single-phase, 25-cycle, 
11,000-volt type, having two articulated trucks suitable 
for the heavy strains to which locomotives are subjected 
in classification and yard work. The over-all length of 
these locomotives is approximately 373 ft. They have a 
tractive effort of about 23,200 lb. with a horsepower 
rating of 752, and a maximum speed of 25 m.p.h. Each 
locomotive has four motors geared to the axles. The 
diameter of the driver is 63 in. 

Five of these locomotives are located at the Oak Point 
yard, two at the Westchester yard, two at the Stam- 
ford yard and three at the Harlem River yard. One 


CLASSIFICATION AND SWITCHING SERVICE IS EASY WORK FoR THESE LOCOMOTIVES, WHICH HAVE a TRACTIVE 


EFFORT OF 23,200 Ls. 


AND A RATING OF 752 Hp. 
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is used for transfer of freight on the New York, West- 
chester & Boston Railway and the remaining three are 
held at the snops for inspection or use at whatever Boi 
the service demands. 

The three main electrically equipped yards on itie 


TYPE oF SINGLE-PHASE, 25-CyYcLe, 11,000-VoLT SwitTcHING 
LOCOMOTIVE ON THE NEw HAVEN 


New Haven are the Oak Point yard, having a track 
length of about 37 miles, with a total of 35.5 miles elec- 
trified; the Harlem River yard, with 23 miles, and the 
Westchester yard, with about the same trackage as the 
Harlem River yard. 


ELECTRIC SWITCHING IN THE OAK POINT YARD 


The number of electric switching locomotives assigned 
to the Oak Point yard varies at times from five to seven, 
according to the amount of traffic to be handled. The 
locomotives in this yard are used in two different classes 
of service, four of them being assigned to what is 
known as “float yard” service, to unload eastbound cars 
from the floats and to load westbound cars on floats, and 
also to do whatever switching is necessary with the 
westbound cars. 

The New Haven road has approximately sixteen tug- 
boats with capacities ranging from 350 to 1,200 hp. each 
for transporting the freight cars between the terminals 
by floats, the floats having a carrying capacity of from 
twelve to twenty-two cars each. The fifth locomotive 
used in these yards takes the eastbound cars from the 
float yard to the classification yard and makes up the 
eastbound trains. In looking over the records one 
month was selected as a representative month, which 
showed an average of forty-three floats handled daily 
at the Oak Point yard. Using an average tonnage of 
900 for the eastbound float loads, and 600 for the west- 
pound, the four locomotives assigned to the float yards 
would handle approximately 16,000 tons each in a 
twenty-four-hour service. The locomotive working in 
the classification yards handles about 75 per cent of 
the eastbound cars received, the other 25 per cent being 
taken to the Westchester yards by the transfer engines. 
This would make the average daily tonnage for these 
locomotives approximately 18,000. In addition to load- 
ing and unloading the floats the four locomotives in the 
float yard do a certain amount of switching of west- 
bound cars and various miscellaneous work in the yards. 
The figure of 18,000 tons, therefore, seems to be a very 
fair average tonnage for the locomotives. working —i in 
i pe yard.. 

' The monthly eiilesre made by sacral of these loco- 
Stic in switching service is between 4,300 and 4,500. 
The locomotives are kept in service twenty-four hours 
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a day by using three eight-hour crew shifts, and after 
the completion of 2,500 miles they are sent to the Van 
N est shops for a light inspection. A day force working 
eight hours is employed for locomotive inspection and 
the work is usually done at the rate of two locomotives 
per day. 

A number of these electric locomotives have made 
records of twenty-four hours a day for thirty days with- 
out any interruption. 


A French Experimental Gasoline 
Rail Car 


The Tramway Company of the Department of Deux-Sévres 
Has Recently Tried Out Successfully a Rail Bus 
Made from an Army Camion or Truck 


N THE Feb. 4 issue of le Génie Civil, G. Tartary 
gives recent information regarding the gasoline rail 
car which he described in an article several months 
earlier in l'Industrie des Tramways, Chemins de Fer 
et Transports Publics Automobiles. The sample car is 


“now making 125 miles per day, at a normal speed of 19 


£0. -22, msp-hi, 
4 per cent. 

This car is being used by the Compagnie des Tram- 
ways des Deux-Sévres in France. It was built by the 
company with the chassis of an 18-hp. war-time motor 
truck as a basis. The following are the characteristics 
of the vehicle: 


and operating on grades up to 3.5 and 


Length Ofehassisicessancn eis. see ees be 15 ft. 9 in. 
nengthoibodwer catadee heres seis icoer see 13 ft. 
Width of body...... eRe eee ers econ Sift. 65 an 
Heizhtiobbodyiics teeters os - Seer aay 2 5 ft. 11 in 
HorseDO Wer) cific. six aealnts mie ene «eters yt eae 18 to 20 
Seating capacity...... Peta ec A Oe a he ee 16 
Standing‘eaprerty: ost Bustehe geod es ee 4to 8 
Weight, yuthoutdoad$s. 8a. Sone cone hee 4,410 lb 


The gasoline consumption under the conditions men- 
tioned earlier is 1 gal. for about 12 miles. 

The wheelbase is 10 ft. 6 in., which is too great to 
permit the rounding of ordinary curves with a rigid 
mounting of the wheels. The former mounting with 
steering wheel connection was, therefore, retained, but 
with the addition of a spring centering device to provide 
a restoring force always tending to bring the wheels 


Tiny Rain Bus THAT HAs MADE Goop IN FRANCE 


back to a tangent-track position. The deflecting force 
in curved track is provided by the reaction of the wheel 
flanges on the rails. To insure a smooth transition 
into and out of curves the driver uses the usual steering 
wheel, which, however, is provided with an indicator 
to > show him the position of the flanged wheels. 
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Illinois Associations Meet in Chicago 


Advertising, Franchises, Car Design and Wood Preservation Occupy Attention 
of Electric Railway Men—Joint Sessions Held with the 


EETING simultaneously with 
Me= Illinois Gas and Electric 

Associations, the Illinois Elec- 
tric Railways Association held a con- 
vention in Chicago on March 15 and 16 
with a good attendance. Joint meetings 
of the three associations were held 
both forenoons and a joint banquet on 
Wednesday evening. At the general 
session on the morning of March 15 
John F. Gilchrist, Commonwealth Edi- 
son Company, Chicago, addressed the 
gathering on the need for co-operation 
on the part of the utility executives with 
the Illinois Committee on Public Utility 
Information, laying particular stress on 
the need for further work with the 
utility company employees in order 
that their far-reaching influence in the 
general program of informing the pub- 
lic may be secured. The splendid ac- 
complishments of the Illinois Commit- 
tee and how the utilities can co-operate 
with it to get the greatest good from 
its work was the subject of discussion 
by a number of utility men who fol- 
lowed Mr. Gilchrist. 

The general session on Thursday 
morning was addressed by President 
Robert I. Todd of the American Electric 
Railway Association and R. B. Brown, 
vice-president American Gas Associa- 
tion. M. H. Aylesworth, executive sec- 
retary National Electric Light Associa- 
tion, spoke briefly of the recent 
investigations of the government-owned 
hydro-electric services in Canada and 
of the business promotion campaign 
which the association is about to under- 
take in a broad way. 

W. L. Goodwin, assistant to the 
president Society for Electrical De- 
velopment, was the only speaker at 
the evening banquet. B. J. Mullaney, 
People’s Gas Light & Coke Company, 
Chicago, acted as toastmaster. Mr. 
Goodwin spoke of the need for more 
sales effort in the business of all of 
the utilities, laying particular stress 
upon the desirability of substantial ad- 
vertising on a continuous sales basis 
and in far greater quantity. He pointed 
out that many merchandising busi- 
nesses set aside from 5 to 10 per cent 
of their total revenue for advertising 
purposes, while the public utilities at 
present spend less than one-tenth of 1 
per cent of their revenue for adver- 
tising. He referred to the drive for 
more and better business on the part 
of the N.E.L.A. and suggested a united 
Grive of a similar nature on the part 
of all the public utilities. 


ELeEctTric RAmwWAy SESSIONS 


At the first separate session of the 
electric railway association President 
W. L. Arnold, treasurer Elgin & Belvi- 


State Gas and Electric Associations 


dere Electric Company, Chicago, pre- 
sided, while Second Vice-President R. 
A. Moore, general manager Aurora, 
Plainfield & Joliet Electric Railway, 
Joliet, Ill., presided the second after- 
noon. Following the paper by Mr. 
Moran on “Advertising the Electric 
Railway's Service,” which appears else- 
where, the subject was discussed by 
Luke Grant, manager-publicity depart- 
ment Chicago Elevated Railroads, and 
J. T. Downey, National Railway Adver- 
tising Company. Mr. Grani’s remarks 
are given after the abstract of Mr. 
Moran’s paper. 

Referring to motion picture adver- 
tising for electric railways, Mr. Downey 
said that its value hinged upon the 
question of whether one should consider 
advertising in the nature of a food or a 
tonic. His thought was that as good 
as motion picture advertising is con- 
ceded to be (and it is the highest type 
of spectacular advertising), it is only 
tonic advertising. It can be used only 
at intervals. While a picture acts as 
a stimulant, every one knows a stimu- 
lant quickly wears off, and it is thus 
necessary to resort to more permanent 
advertising appeal. What is really 
most effective is a medium that will 
give the possibility of repetition, since 
selling depends upon the repeated tell- 
ing of the advantages or value of what 
is to be sold. ae 

Commenting on Mr. Grant’s remarks 
that the most valuable medium of ad- 
vertising is the satisfied customer, Mr. 
Downey said he agreed. But unassisted 
by advertising, a goodly measure of the 
value of the satisfied customer is lost 
because word-of-mouth advertising, 
while the best, is also the slowest. 
Therefore, in order to get the fullest 
measure of return from the satisfied 
customer, his good will should be capi- 
talized in advertising. 

The subject of electric railway fran- 
chises was then treated in a paper by 
Mr. Alschuler and discussed by D. E. 
Parsons, both paper and discussion ap- 
pearing elsewhere. 

“Traffic Relations between Steam and 
Electric Railways” was the subject of 
a@ paper presented by Richard Brecken- 
ridge, traffie manager Aurora, Elgin & 
Chicago Railroad, Chicago, Ill. In this 
paper Mr. Breckenridge reviewed the 
development of the electric railways, 
bringing out how their construction as 
competitors of existing steam lines was 
similar to the present paralleling of 
the electric lines by motor-bus lines, 
and how this development had led to an 
antagonistic feeling toward the electric 
railways which persisted to this day 
and prevented to a great extent full co- 
operation between steam and electric 


railway companies. He stated various 
other reasons why interchange ar- 
rangements between steam and electric 
lines have not progressed much and 
how the electric Imes are discriminated 
against, some of the inconsistencies of 
the relations, etc. He said that the 
electric lines seem to have made great- 
er effort to effect freight, rather than 
passenger arrangements with the 
steam lines, while it would appear that 
the reverse should apply because of the 
preponderance of the passenger busi- 
ness of electric lines. He carried the 
view that probably the most effective 
way of commanding the respect of the 
steam lines was to originate passenger 
or freight business which would be at- 
tractive to the steam line as a joint 
proposition. He had not yet given up 
hope that some day the Illinois electric 
railways will have cars that may be in- 
terchanged not only among themselves, 
but with the steam roads as well. 

C. E. Thompson presented a very 
able written discussion of Mr. Brecken- 
ridge’s paper. It appears elsewhere 
in this issue. 

A paper on wood preservation pre- 
sented by Mr. Waterman of the Bur- 
lington Railroad contained some very 
interesting data on the results obtained 
and it appears elsewhere. This paper 
was discussed by Walter Buehler, the 
Barrett Compay, New York. He said 
that some railway men were inclined to 
depreciate the value of data secured 
from test tracks. He thought such a test 
was good, except that the life shown in 
the test tracks may not hold exactly 
true as a basis of figuring over an en- 
tire system with the varying conditions 
that would then be involved. Com- 
menting on Mr. Waterman’s advocacy 
of treating of all bridge timbers, Mr. 
Buehler said that some claimed that 
this made the timber too inflammable, 
but that he had other equally good evi- 
dence that creosoted timber is less in- 
flammable than untreated timber. One 
of the things to be eonsidered is the 
design of bridges to make them less 
inflammable, such as by using ballasted 
track across the bridge, etc. 


DISCUSSION ON ONE-MAN Car DESIGN 


Following the paper by Mr. Adams 
on safety-car design and the prepared 
discussion by Henry Cordell, both of 
which appear elsewhere, the general 
discussion of the subject brought out 
some very interesting ideas. J. R. 
Blackhall, general manager of the Chi- 
cago & Joliet Electric Railway, told 


‘how his company is starting to convert 


its entire city and suburban equipment 
for one-man operation. He considers 
the double-truck car to be superior for 


ee 
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one-man operation, for while admitting 
that there may be some current saving 
in using the single-truck car and certain 
other advantages, yet he felt that the 
advantages of the double-truck car 
more than outweigh these. In studying 
the platform equipment for one-man 
operation, Mr. Blackhall had been im- 
pressed with the unsightly appearance 
of the piping and devices and the in- 
convenience of its arrangement for the 
operator. In rebuilding the cars in 
Joliet, therefore, a special effort to 
avoid both of these points is being 
made. The controller is to be set in a 
hole in the platform so that it will be 
lowered 6 or 7 in., and a shelf put 
straight across the front of the car be- 
tween corner posts and the controller 
and brake handle mounted on this. This 
gives the operator a chance to put his 
knees comfortably under the table with 
both operating levers at a convenient 
location and comfortable height. The 
controller handle is connected by chain 
and sprockets to the drum. All piping 
and conduit and other equipment is 
then concealed in a cabinet, with con- 
siderable improvement in the appear- 
ance. Mr. Blackhall expressed the 
thought that it may possibly develop 
that a remote-control will be more 
satisfactory than this drum control as 
it is to be arranged in these rebuilt 
cars, and the manufacturers are giving 
some consideration to the subject. 


EFFECT OF LOCAL CONDITIONS ON 
SAFETY CAR DESIGN 


M. B. Lambert, Westinghouse Elec- 
tric & Manufacturing Company, in re- 
ferring to the past experience of the 
operating men ‘with light-weight equip- 
ment, said that the manufacturers had 
also had some excellent experience that 
would be very valuable in further de- 
velopment work. The argument of “lo- 
cal conditions” used by some electric 
railway men as the reason that they 
could not make use of the so-called 
standard safety car has been looked 
upon as inconsequential, but Mr. Lam- 
bert said we must now admit that there 
are local conditions that affect the 
trucks, the motors, the brakes, and 
everything about the car. The one-man 
car problem today is broadening as to 
whether 25 hp. or 35-hp. motors should 
be used, and whether two motors or 
four motors on double trucks. Where 
the use of the standard safety car has 
been greatly successful, this success has 
been one of merchandising rather than 
of operating economies, for there prob- 
ably has been some high maintenance. 
It is possible, therefore, that a larger, 
four-motor, more substantially built 
one-man safety car will be_better, for 
this will give better traction and better 
acceleration than can be had with a 
single truck and two motors. The car 
is primarily for the purpose of giving 
rapid service, and all features of the 
design should be directed toward that 
end. 

Mr. Lambert then emphasized the 
great value of keeping performance 
records. He said that no other device 


known to the electrical art has under- 
gone more rapid development than the 
street-car motor. This development is 
costly and the industry has had to pay 
the cost that has resulted from the 
necessity to do too much of this de- 
velopment work without good informa- 
tion on which to base the development. 


FURTHER Facts REGARDING THE 
CHICAGO CAR 


Mr. Adams then answered some of 
the points raised in the discussion. On 
the use of aluminum air piping, he said 
that this was being watched and studied 
very closely on the new Chicago Sur- 
face Lines car, and that he had serious 
question in his own mind whether it 
would be practicable. Step heights of 
the one-man cars are a very important 
item of the design, the steps on Chi- 
cago’s newest car being 13 in., and 12 
in. onto the platform and 6 in. onto the 
car floor. As to the use of a selective 
door control, making it possible to open 
either entrance or exit doors separately, 
or both doors simultaneously with the 
one brake valve handle, he said this 
would necessitate nine additional pipes 
on the platform. He had considered 
that this was a complication which was 
hardly warranted and had avoided it 
and at the same time obtained a, 
partially selective control by the use of 
a separate handle just above the brake 
handle which makes it possible to open 
the exit door without regard to the 
position of the brake handle. 

On this first double-truck one-man 
car four 25-hp. motors have been used, 
but there is likelihood that four 35-hp. 
motors or two 50-hp. motors on maxi- 
mum traction trucks may be used on 
any future cars built. He said that the 
Chicago Surface Lines has 650 two-mo- 
tor equipments in operation and that 
during the very severe winter of 1917- 
18 a large number of motors were lost. 
Many of the four-motor cars were run- 
ning around during this period with 
only three motors in operation, and 
holding to schedules, but with the two- 
motor equipments, when one motor was 
down, the car had to be shopped. This 
was a very serious disadvantage for 
the two-motor equipment. The problem 
is one of cost, and if there is enough ad- 
vantage in this respect in the two- 
motor equipment to offset this other 
disadvantage, they may be used on the 
safety cars in prospect. 


SURFACE LINES’ CAR DESIGN INDORSED 


W. H. Sawyer, president East St. 
Louis & Suburban Railway, concluded 
the discussion on one-man cars by ad- 
monishing every railway man present 
not to leave the city until he had seen 
Mr. Adams’ double-truck safety car 
with the separate entrance and exit and 
automatic doors at the exit. Mr. Saw- 
yer has been one of the strong advo- 
cates of the standard car, and he said 
he had been out to see Mr. Adams’ car 
and that nothing would have pleased 
him more than to have been able to 
find some flaw in this new design. But 
he had not been able to do it. The 


small single-door single-truck car is all 
right for the small city, he said, but 
Mr. Adams’ car can and will be used in 
so many places where the standard car 
can never be applied that it opens up 
an altogether new idea of the field of 
the one-man car. 


Bus PROBLEM BRIEFLY DISCUSSED 


In a general discussion of the use of 
motor buses, W. C. Sparks, Rockford & 
Interurban Railway, Rockford, IIL, 
told of the events leading up to the in- 
auguration of bus service by his com- 
pany. He said that-when Camp Grant 
was closed the Fay Motor Bus Com- 
pany had thirty to thirty-five buses on 
hand with no place to operate them, and 
finally succeeded in getting permission 
of the city to operate a competitive 
service with the street railway. The 
latter got an injunction immediately so 
that the bus operation never began, 
but in the final’ settlement of the matter 
with the city the traction company had 
to agree to buy some buses to serve 
certain territory not reached by the 
street railway—a newly-developed sec- 
tion of the city to which the street car 
lines had not been extended. Buses 
will be placed in operation within ten 


‘days to connect this district with the 


end of the car line, charging an 8-cent 
fare and issuing and receiving transfers 
between the bus and the cars. Mr. 
Sparks considered that these buses 
would not make any money, but if they 
kept competition out and broke even 
on expenses they would be well worth 
while. He also considered that it 
would be doubtful if this plan of oper- 
ating the buses to connect with the end 
of the car line could be retained per- 
manently, feeling that the buses would 
ultimately have to be operated all the 
way into the city, and that this would 
mean a duplication of service. For this 
special service, the trolley bus was not 
considered at all, because of the feeling 
that the proposition was likely to be 
temporary. The buses to be used are 
White chassis with body built by the 
Kuhlman Car Company and he said 
they were much finer than those used 
by the motor bus company. 

J. C. Thirlwall, General Electric Com- 
pany, contended that very few interur- 
ban bus companies are making any 
money. He said the only: reason the 
buses in city service can show any 
profit is that they are not attempting 
to provide additional equipment to 
handle rush-hour service as the rail- 
ways have to do. W. G. Brooks and M. 
B. Lambert, Westinghouse Electric & 
Manufacturing Company, expressed the 
general view that the main problem be- 
fore electric railway men is to study 
the motor bus and determine where it 
can be used to advantage. The electric 
railway man is primarily a transporta- 
tion man, and he should not shut his 
eyes to any new development that may 
fit in anyyhere into his business of 
providing transportation. Mr. Lambert 
suggested that a committee be ap- 
pointed to make a special study of the 
bus and report to the association. 
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Advertising the Electric Railway’s Service* 


The Well-Edited House Organ, Proper Newspaper Contact and Well-Informed 
Employees Are the Means of Creating Favorable Public Sentiment— 
Moving Pictures in Which the Appeal Is Indirect Are 
Valuable in Soliciting Patronage 


By J. J. MORAN 
Chicago, North Shore & Milwaukee Railroad, Chicago 


N CONSIDERING the question of 
_4 advertising the electric railway in- 
dustry, we might put the subject under 
two general headings, viz: publicity 
aimed at creating a friendly atmos- 
phere and selling good will and adver- 
tising to induce travel and sell trans- 
portation service. The former is 
essential to all transportation lines, 
whether they serve a local community 
alone or whether they branch out into 
the interurban field, while the latter is 
more directly needed by the interurban 
lines. In discussing methods to be em- 
ployed to obtain the object sought, we 
might, under our first heading, consider 
house organs, newspapers and em- 
ployees. 

The house organ, if properly edited, 
can tell the general problems of the 
property in a concrete way, which will 
be understood by the traveling public 
who are entirely unfamiliar with organ- 
ization matters. Financial reports are 
usually puzzles to the uninitiated, and 
if they were brought down to a basis 
where the every-day individual could 
understand them, they could serve a 
very broad purpose. In addition to the 
financial condition of the property, the 
problems with which a company is con- 
fronted daily can be explained and the 
columns of the organ opened to patrons 
for suggestions or requests for informa- 
tion. Many people have ideas which 
they feel would help service but are 
reluctant to give them expression. 
Others are not so reluctant, and if the 
thoughts are passed on by those, others 
receive the benefit of the explanations 
given. Great care should be exercised 
to see that the information furnished is 
accurate and clear. If your readers 
come to a realization of the fact that 
the information received through this 
medium is dependable, it will go far 
toward creating confidence in the com- 
pany as well as a spirit of good will 
toward it. 

Our second subdivision is newspaper 
advertising. It is very essential that 
a representative of the property keep 
in constant touch with the newspaper 
office, especially in small cities, and 
that the editors of the paper are treated 
in such a way that they will know 
their suggestions and criticisms are 
properly received and acted upon. If 
this thought can be conveyed to the 
local press, any criticisms or sugges- 
tions in connection with service, which 
might be received by them, will be 
immediately taken up with the company 
representative and the subject discussed, 
so that the editor will be able, if 
necessary, to publish the company side 
of the controversy from the fact that 
he is in personal touch with the trans- 
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portation official, and it will have a 
tendency to make him look at the com- 
pany’s problems with sympathetic 
understanding. 

The third subdivision is the employee. 
The employee is one of the best assets 
that a property can have for creating 
public sentiment in favor of the com- 
pany, if care is taken to see that he 
is properly informed on the company’s 
problems.. Much depends upon the 
supervisory force as to the success of 
this work. From time to time execu- 
tives in all : organizations discuss 
problems with their department heads, 
feeling that in these discussions they 
are doing all that is necessary; but they 
fail to see what view the next group of 
their employees may take on the same 
problems. It is just as necessary to 
have trainmasters, supervisors and 
clerks thoroughly educated on problems 
of the industry as it is for executives 
and officers themselves to be thus in- 
formed. These men in turn are in 
touch with the employees who come in 
direct contact with the public, and can 
disseminate this information to the 
yanks and in that way pass it on to 
the public. Therefore, instead of hav- 
ing one publicity man, in the organiza- 
tion, you immediately increase that 
department so that every employee be- 
comes a member thereof. The minute 
a trainman hears a _ discussion on 
an affair of the company, he will break 
in and give the persons present the 
benefit of his knowledge. The majority 
of residents in a community are not in 
possession of facts and figures, and the 
moment an employee undertakes to ex- 
plain conditions to them, quoting facts, 
that minute the talk changes, for the 
reason that the individual making the 
criticism usually is at a serious dis- 
advantage. These facts are brought 
into the homes by the employees and 
into various organizations to which 
they belong, with the result that the 
truth on the situation is finally carried 
in a forceful way to the attention of 
every resident in the community. 

If this is successfully done, it will 
have a strong tendency to iron out 
many of the present-day troubles of 
transportation companies and ill-feeling 
on part of the public; and will force 
the issue out of the political field. The 
politician has been using the public 
service companies as a football for a 
great many years, but he will cease 
his attacks in this direction as soon as 
he finds that public sentiment is leaning 
the other way. The removal of this 
question from politics is one of the 
most needed things of the present day. 

In connection with advertising for 
patronage, it is very questionable if 
much can be accomplished in that 
direction in the local transportation 
field. If a person has to go to a certain 


point in a city, he will take the public 
service line to reach that point, but if 
he has no occasion to go there it is 
very doubtful whether or not the best 
worded advertisement could induce nim 
to go. 

On interurban lines, however, adver- 
tising is very essential for the reason 
that there is usually competition and 
the property which shows the better 
degree of service at the greatest say- 
ings in both time and money naturally 
gets the business. For this purpose, 
billboard, car card and moving picture 
advertising can be used to good ad- 
vantage. Three of the above methods 
have been tried out for years and have 
proved effective, so that it is hardly 
necessary to discuss them in detail, but 
the last named is not so well known. 

In considering moving picture ad- 
vertising, two things are essential: 
There should be a story which will 
interest the audience, and a proper 
method of distribution. In the early 
days of moving pictures, almost any- 
thing could be shown on the screen, 
but as the industry improved it became 
more and more difficult to secure space 
in the various theaters. At present it 
is almost impossible to secure the con- 
sent of a moving picture house to dis- 
play any type of advertising. Where 
a patron pays his money to see a 
show, he naturally resents having his 
time taken up in reading advertise- 
ments. He can see these in the streets 
or in street cars without paying a 
premium; therefore indirect advertising 
must be used. The first step is to 
make a study of what your property 
has for sale; second, there must be an 
interesting scenario around which you 
can build up a story of your service, 
and one that will create the desire for 
travel without directly appealing to 
the audience; third, there should be a 
good camera man, and fourth, a reliable 
distributing agency to handle distribu- 
tion of the picture. 

This method of advertising was tried 
out on the North Shore Line two years 
ago and has proved very successful. 
The story starts in the early days of 
Chicago’s history, showing Fort Dear- 
born, the old Kinzie House and the 
Indians in their native garb, traveling 
on the old Green Bay trail, running from 
Chicago along the lake shore and 
through north shore towns to Mil- 
waukee and Green Bay. This old trail 
is paralleled by the North Shore Line. 
The picture then changes from the 
Indian scene to the present central 
district of Chicago, showing the pres- 
ent-day method of travel compared to 
the Indian in the former scene. 

The picture simply shows a train 
pulling into thestation at Adams Street 
and Wabash Avenue and passengers get- 
ting aboard. The name of the road is 
not brought out in any way to indicate 


advertising. The various steps of the 


Indians’ journey are then taken up— 


each step contrasted with the present- 


day electric method of travel, and 
gradually a travelogue is served by the 
line. Finishing in Milwaukee, the 
picture shows the train pulling into 
the North Shore station. The name of 
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the road is strongly brought out on the 
side of each car as the train s.owly 
Passes the machine. The accommoda- 
tions at Milwaukee termina! are then 
shown, followed by a travelogue of the 
city ot Milwaukee. The most interesting 
feature in each community is empha- 
sized in this picture, and only at rare 
intervals is tne road itsef shown; so 


_ that unless a person was fthoroughy 


familiar with the district, the fiim 
could not be connected with this prop- 
erty until the final scene. By this 
time the thought of travel has been 
planted and the desired result obtained. 

This reel was shown in more than 300 
theaters in Chicago, in all of the 
motion picture houses in towns between 


-Chicago and Milwaukee, in more than 


100 theaters in Milwaukee, and in 
choice locations as far south as Gary, 
west to Aurora and Elgin, and north 
to Watertown, Sheboygan and Madi- 
son, Wis. 

Before showings were made in the 
various towns served by the Nowerth 
Shore, notices were sent to the news- 
papers calling attention to the fact that 
the picture would be shown, with the 
result that residents in the vicinity of 
the theaters immediately made arrange- 
ments to see their own community in 
moving pictures. The story which I 
heard all along the line was that the 
majority of moving pictures in the 
present day show wonderful scenes in 
New York and San Francisco, but “we 
never have an opportunity of viewing 
our home towns.” 

In addition to theater display, the 
picture was shown at the Pageant of 
Progress in Chicago, at county fairs, 
expositions and to numerous com- 
mercial associations, church organiza- 
tions and in private clubs. Even some 
of the schools solicited its use for 
Numerous in- 
cidents have proved that it actually 
procured business. At the Pageant of 
Progress Exposition, a tourist party 
stopped, saw the film and changed their 
plans and chartered a train for Mil- 
waukee and return. At an exposition 
in Milwaukee a society had almost 
closed arrangements to travel to 
Chicago over another route when some 
of their members saw the film, com- 
municated with the committee in charge 
of arrangements and prevailed upon 
them to change the plan. You can 
readily see that owing to the fact that 
pictures tell your story in a way which 
registers quickly and clearly, and tell 
about your service in a way that is not 
offensive, good results will follow. 


“Give Service that Will 
‘ Sell Itself’’* 


By LuKE GRANT : 
Manager Publicity Department, Chicago 
Elevated Railroads 
J N DISCUSSING some of the methods 
of advertising the electric railway in- 
dustry, Mr. Moran appears to have 
directed his comments more to publicity 
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men than to executives. I shall direct 
my remarks to operating officials. I 
believe they, in large measure, are the 
men who are responsible for whatever 
success -the publicity man attains. 

While railway officials have come to 
Trecognize- the public's interest m rail- 
way -operation and are anxious to take 
the people inte their confidence, the 
public is not yet fully “sold” on the 
proposition. The big problem, there- 
fore, in advertising the electric railway 
industry is to convince the public that 
the railway executives have seen the 
light. 

How can this best be done? Mr. 
Moran has pointed out a few of the 
methods to be employed, but the effec- 
tiveness of any of them depends upon 
one method, which I will give you in a 
sentence—Give service that will sell 
itself. Get the public talking about 
the good service, instead of the poor 
service, and the publicity man and the 
advertising man will have a smoother 
road to travel and their work will be 
more effective. 

I realize that I have set the operating 
men a big task. Most of you no doubt 
will say that you are now giving excel- 
lent service, and, measured by past 
standards, that undoubtedly is true. 
But the public has set new standards, 
and there is always danger that the 
men who are actually operating rail- 
roads are too close to the job to get the 
right perspective. The man poring over 
schedules and car mileage in his office 
is apt to have a different view of the 
service from the man who hangs on a 
strap. 

Tt is the business of the publicity man, 
as I understand it, to try to place 
himself in the position of the strap- 
hanger and from that position endeavor 
to gage public sentiment. That is why 
I am talking frankly to the operating 
men, because I am not quite sure that 
everything possible is being done to 
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give the kind of service that the public 
demands, and I realize how futile pub- 
licity and advertising are when they are 
not backed up by good service. 

The best kind of advertising that a 
company can get is to have its patrons 
talk of the good service. That can be 
done. It is being done to my positive 
knowledge. On one of the roads with 
which I am connected, it is the most 
valuable advertising that we get A 
man who has taken a trip over the line 
tells an acquaintance of the good, con- 
venient service. The acquaintance tries 
it on his next trip. He has already 
formed a favorable impression from 
what his friend said of the service. He 
finds it comes up to his anticipations 
and becomes a regular customer. J 
have received scores—yes hundreds—of 
letters from passengers who got ac- 
quainted with the service in just that 
way. The effect of such advertising is 
cumulative. Every customer becomes 
a salesman for the service and the 
company gets the most valuable kind 
of advertising without the expenditure 
of a dollar, except, of course, the cost 
of giving service that sells itself. The 
spoken word is always more effective 
than the written word. 

I do not wish to create the impres- 
sion that if good service is given, there 
is no need for the publicity man. Good 
service will make his work more effec- 
tive, but there is a place for him in 
every organization. If you are giving 
good service, let the public know about 
it. Encourage customers to talk about 
it. The point I have endeavored to make 
is, that when the publicity man writes 
something about the good service a2 
company is giving, the executives should: 
see that the service really is good- 
That is the way to make advertising 
effective. The public will not be “sold” 
on untruthful advertising. It demands 
real service and will not accept word 
pictures as a substitute. 


The Modern Electric Railway Franchise* 


To Provide by Ordinance the Rate of Fare Is Injurious to the Public in the Last 
Analysis — Local Ordinances Should Include Provisions Peculiar to Each 
City, While Rates and Service Should Be Within the Commission’s Power 

By BENJAMIN P. ALSCHULER 


Alschuler, Putnam & Flannigan, Attorneys at Law, 
Aurora, Il. 


PPROACHING this subject in line 

with the most progressive thought 
of the times, I might say that there is 
no such thing as a modern electric rail- 
way franchise granted by a munici- 
pality. This is particularly true in 
those states which have been most pro- 
gressive with respect to the regulation 
of utility companies. In Wisconsin, for 
example, the right to use city streets 
is now granted by the state regulatory 
body under so-called indeterminate fran- 
chises. But unfortunately for the pub- 
lic and the street railways in Illinois, 
legislation has not advanced in our 
state as it has in some other states. 
We still have to deal with our local 


*Abstract of paper read at meeting of 
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councils and boards of trustees when it 
comes to the granting and securing of 
rights to operate street and interurban 
Trailways in streets. 

In former days when ordinances were 
passed, it was the custom to write into 
them all manner of provisions, having 
to do principally with the compensation 
to be paid for the use of streets, with 
the imposition of burdens for paying 
for pavements, sprinkling, cleaning 
streets, for making annual payments 
into the city treasury, etc., and what 
was then looked upon as one. of the 
most important provisions was with re- 
lation to the rate of fare that might 
be charged. Im that particular most 
street railway ordinances were uniform 
in that fares were fixed at 5 cents. 

Street railway companies in Illinois 
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have had: to carry on litigation with 
municipalities to have 5-cent fare pro- 
visions set aside. True, the law is no 
different today than it was twenty 
years ago with respect to the effect of 
ordinance provisions fixing rates, but 
unfortunately a large proportion of 
human kind do not want to believe the 
truth if it does not agree with its ideas 
as to what the truth ought to be. As 
far back as 1899 an ordinance provi- 
sion fixing a rate was held by the 
Supreme Court of Illinois not to bind 
subsequent City Councils; in other 
words, it was held that a Council had 
no power to make a contract fixing the 
price for all future time, and the 
Supreme Court then said: 

What might be proper for a city this 
year might not be proper the next year. 
It is impossible to determine with ab- 
solute or even tolerable certainty what 
changes a few years might work in the 
character and reasonableness of rates. 
No contract is reasonable by which the 
governing authority abdicates any of 
its legislative powers and precludes it- 
self from meeting in a proper way 


emergencies or occasions that may 
arise. 
This statement affirmed by the 


United States Supreme Court in 1899, 
fifteen years before our pubic utilities 
law went into effect in this state, has 
not served to educate the public gen- 
erally, nor has it served to prevent un- 
reasonable and unwarranted litigation 
on the part of public officials, and even 
now, although the Supreme Court since 
the adoption of the utilities law, has 
reiterated the statement made back in 
1899 by such language as was used in 
the Quincy case: “The municipal 
authorities of this state have never 
been clothed with power to fix by bind- 
ing contract rates for any definite term 
of years.” When it comes to making 
application for new ordinances in mu- 
nicipalities we are always met with the 
demands of city officials that we make 
provision relative to rates. 

No fixed and invariable fare can be 
reasonable because conditions change. 
We know that a utility charged with a 
public duty is entitled to earn a fair 
rate of return upon property used and 
useful, devoted to the public use; and 
with varying conditions as to costs of 
operation and maintenance, the fare 
must vary to bring that rate of return 
to the company and so that the public 
may be served at a price that conforms 
to the variation in costs. 

There is no question but that the 
public is primarily interested in serv- 
ice. True, a large proportion of the 
people do not know this. An extra 
penny is not of nearly as much im- 
portance to an individual as safety, 
cleanliness and adequacy of service. If 
it be properly brought home to the indi- 
vidual he will: appreciate the truth of 
this statement, but when it comes to 
negotiating for ordinances the apparent 
paramount thought of the municipal 
official in far too many instances is the 
rate of fare, service being but a second- 
ary consideration, if any consideration 
whatever be given to it. 

But people are becoming educated to 


these things and it is only to be re- 
gretted that the campaign of education 
which our utility associations have been 
carrying on so well during the past 
three or four years was not begun 
twenty years ago. - 

Since Jan. 1, 1914, we have had i 
Illinois a regulatory law which by impli- 
cation is written into every ordinance. 
It has superseded all the regulatory 
provisions of the existing ordinances. 
And any new ordinances that may 
be passed, if they contain any reg- 
ulatory provisions as to such, must 
give way to the superior authority of 
the state as expressed in the Illinois 
utility law. In other words, to include 
in any ordinance today any provision, 
other than the statutory provisions, 
relative to what fares shall be, now 
or hereafter, is but a futile endeavor. 
We of course will meet with the po- 
litical municipal official who seeks to 
curry favor with the public or to profit 
at public expense who will endeavor to 
include regulatory provisions in an 
ordinance and who must know, if he is 
properly advised, that any regulatory 
or police provision as expressed in an 
ordinance is contrary to our statutes. 

It has been, as I might say, my mis- 
fortune to be placed in a position where 
I have had to negotiate street and in- 
terurban railway ordinances in the past 
few months. In this work I have been 
acting under the orders of United 
States Judge Evan A. Evans in a 
receivership proceeding. Following a 
suggestion made by the judge before 
an assemblage of leading and represent- 
ative citizens of communities served by 
the particular company in his court 
room in Chicago a committee represent- 


ing the different municipalities was ap-~ 


pointed, and I have been. negotiating 
with this committee ever since. The 
principal point at issue seems to be the 
inclusion of a fare provision in ordi- 
nances, to which of course I cannot 
agree because our law does not permit 
it, and were I to agree to it, it would 
be merely the procuring of ordinances 
under false pretenses. 

People are learning more and more 
every day that the regulation of utili- 
ties, including the fixing of fares, is in 
the hands of the state; they are learn- 
ing more and more every day of the 
problems of utilities and also that if 
they are to have service the utilities 
must be permitted to earn their way. 
Of course, in years gone by it was 
looked upon almost as rank heresy for 
utility companies to take the public 
into their confidence, but with prac- 
tically no exception the utility oper- 
ators have come to see the light and 
now appreciate the wisdom of pub- 
licity. This publicity will in time edu- 
cate the public to a point where it will 
learn that the street railways and 
other utilities are but associations of 
people who have invested their money 
in a common enterprise for the purpose 
of serving the public and to earn a fair 
return upon the money which they have 
been willing to risk. If they are to 
render an efficient service they must 
be permitted to earn that fair return. 


We have read considerable in the 
public print and in our railway jour- 
nals of the Des Moines situation and 
of the Des Moines ordinance, which is 
somewhat different from the stereo- 
typed service-at-cost franchise in that 
the valuation of the property for rate- 
making purposes is not mentioned. 
This ordinance appeals to me as one 
which, if it could be adopted in Illinois, 
would undermine opposition in that its 
fairness is so apparent upon its face; 
in other words, it states that certain 
returns should be permitted to be 
earned upon outstanding bonds and 
funded debt, the amount of which was 
agreed to. It has a sliding scale of 
rates and with the primary rate in 
effect the company is not permitted to 
earn any return on its common stock, 
but as rates are reduced earnings may 
be set aside on common stock, increasing 
as the rates drop. Such an ordinance 
is one that will appeal to the public, 
but in practical effect we have such 
an ordinance in every city in the State 
of Illinois today. True, our commis- 
sion fixes rates upon valuation, but 
the value of the Des Moines property 
was considered when agreement was 
made as to the amount of funded debt 
upon which the company should be 
permitted to earn return. 

The public today is better educated 
than it was in the past with respect 
to the fallacy of payments made by 
companies for pavement, for licenses, 
etc. It is becoming educated to the fact 
that such payments must in the last 
analysis be made by the car riders. 
It is beginning to realize that such 
expenditures in no way serve, to im- 
prove service and are nothing more 
nor less than a dead weight which the 
company must carry and that with such 
expenditures eliminated from ordinance 
provisions a corresponding reduction 
will be reflected in the rate of fare. 
But I say the public is just beginning 
to realize. It must also be made to 
realize that, in the last analysis, ex- 
penses of companies in litigation with 
municipalities must be borne by the 
car riders. 

It is a rather anomalous situation, 
however, for a city to have the right to 
state whether or not a company may 
operate on its streets and then have all 
manner of regulations left with a state 
regulatory body. The wisdom of state- 
wide regulation has been demonstrated 
to the satisfaction of practically all stu- 
dents of the question. It is the theory 
of regulation that utility operation shall 
be a monepoly and that it is within 
the power of a commission to require 
satisfactory service at reasonable rates. 
Who the operator may be or who may 
compose the company is of small 
moment to the community served so 
long as adequate service is rendered at 
a reasonable rate. 

The length of time for which a 


‘given company may serve a community 


is of no real concern either to the com- 
munity or its government, except that 
they should be concerned to the extent 
that they shall be adequately served for 
all time, or at least until progress in 
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the art may require different methods 
of operation. Such being the case, 
there is no good reason why a local 
council should prescribe who may or 
who may not operate a given utility, 
nor should it prescribe the length of 
time for which it may operate. <A 
regulatory body with all the facilities 
at its command is in far better position 
to judge as to who should or should not 
serve the public. It can judge of the 
policies of the operators and of their 
financial ability to provide service. 
The indeterminate permit granted, as 
for example in Wisconsin, by a state 
body, would seem to be the answer and 
I look for the day not far distant when 
through the co-operation of our com- 
mittee on public utility information, 
the people themselves will advocate and 
favor such system in Illinois. 


SIMPLICITY SHOULD BE THE CHARACTER- 
ISTIC OF A FRANCHISE 


The modern electric railway fran- 
chise, limited to conditions and laws 
as they today exist in Illinois, after 
all is but a short, concise and simple 
proposition. It should be nothing more 
nor less than a grant of authority by 
a municipal legislative body to a com- 
pany to operate its railway. To charge 
for the use of the streets is but another 
way of increasing rates of fare to the 
car rider for the benefit of the tax- 
payer. To make a company pay for 
pavement which it does not use.is but 
another way of reducing the cost of 
pavement to the property owner whose 
property is benefited because the rail- 
road is located on his street. To re- 
quire a company to pay for sprinkling 
and cleaning streets is but another tax 
upon the car rider for the benefit of 
the property owner. All these items, 
paid for by the car rider, simply serve 
to keep rates up; they contribute noth- 
ing to the successful rendition of serv- 
ice and they must be eliminated from 
franchises. To provide by ordinance 
for a rate of fare serves only to cause 
trouble and litigation. If such pro- 
vision could be made effective it could 
but serve to injure the public in the 
last analysis, because if the rate agreed 
upon is too high the public would be 
paying too much for a ride, and if it 
is made too low, then service would of 
course be correspondingly curtailed. 

With the inclusion of proper pro- 
visions for conditions peculiarly local, 
an ordinance which would be entirely 
free from political bunk and which 
would in fact be the only ordinance 
that would be in conformity with the 
law, could be written somewhat in this 
fashion: 

“Right, permission and authority are 
given to Company to lay down 
and maintain its railway tracks and to 
operate its cars thereon, together with 
the right to construct, maintain and 
operate its lines of poles and wires in 
connection therewith for the operation 
of a street railway system upon the 
following streets (naming them) in the 
City of for the period of twenty 
years from and after the date of the 
passage of this ordinance.” 


Discussion on Franchise 
Paper 
By D. E. PARSONS 


General Manager 

East St. Louis & Suburban Railway 

N ILLINOIS electric railways are 

regulated as to service and fares 
charged for service. Conditions of the 
past few years in our industry have 
been such that it has given those who 
are interested in the street railway 
business considerable anxiety as to 
what the railways should have in ref- 
erence to regulation, both city and 
state, in order to perform a service that 
will be satisfactory to the patrons of 
the utilities. 

In his paper, Mr. Alschuler has men- 
tioned a few types of franchises that 
are being tried, but the “indeterminate” 
franchise, most of us agree, is the most 
desirable for the proper rehabilitation 
of street railway financing. Such a 
permit, of course, should be exclusive, 
it should allow the fare to be flexible, 
it should insure against competition 
which parallels, it should permit not 
only ample regulation but regulation 
which will not confiscate, and regula- 
tion that is flexible enough to give a 
fair return on a fair value of the prop- 
erty at all times. 

Most of the public utility operators 
find that the old franchises are as a 
rule worthless and destructive, conse- 
quently those financially interested and 
those in direct charge of operation have 
found it necessary and urgent that the 
railway companies immediately start 
an aggressive publicity campaign, with 
the object of presenting a correct and 


honest viewpoint to the minds of the 
public, the press, and the city and state 
officials. 

History tells us that the American 
people are not unfair on any problem if 
they understand, and if they are not 
improperly influenced in the wrong 
direction. 

J have recently read an editorial in 
the Railway Age, under the subject: 
“Why Not Sell Necessary Service at a 
Profit?” The editor makes the fol- 
lowing assertion: “We have said that 
the public fixes the prices it will pay. 
Here is a fact of vital importance 
which is constantly overlooked by many 
managements. The railways, collect- 
ively and individually, are well organ- 
ized and equipped to present their cases 
to lawmakers, commissions and courts. 
In other words, they are well organ- 
ized and equipped to ‘sell’ the lawmak- 


ers, commissions and courts. It is a 
well-known fact, however, that over 
and over again they convince law- 


makers, commissions and courts that 
certain policies should be adopted, and 
that in spite of this, directly contrary 
policies are adopted. Why? Because 
the lawmakers, commissions and courts 
have been ‘sold’ the policies in ques- 
tion, but the public has not been, and 
it is public sentiment that finally de- 
termines the policies actually adopted.” 

In conclusion, the instrument that 
controls the destiny of a public utility, 
whether municipal or state, must take 
into consideration that in the long run 
it is to the best interest of the public 
to have its utilities operating efficiently 
year by year with a fair return to the 
investor. 


Traffic Relations Between Steam and 


Electric Lines Improve* 


Til Feeling of Past Is Disappearing with Desire of Both to Improve Service— 
Electric Lines Have Created New, Traffic, Relieved Steam Lines of Short 
Haul Unprofitable to Them and Are Natural Feeders of the Trunk Lines 


By C. E. THOMPSON 


Assistant to President Chicago, North Shore 
& Milwaukee Railroad, Highwood, Ill. 


HE prejudice which has so long 

prevented traffic relations between 
electric and steam railroads is a matter 
which every electric railway man should 
now appreciate, as many of the condi- 
tions which bring about the ill feelings 
of the steam road men for the electric 
road are now experienced by the elec- 
tric railway in the competition of the 
jitney, the motor bus and the motor 
truck. 

Not all the blame should be laid at 
the doors of the electric railways either, 
for, had the steam roads recognized that 
electric railways were a natural develop- 
ment and taken steps to use them 
as feeders rather than as competitors, 
the situation would be very different to- 
day. The electric railways, and the 
steam roads, also, should recognize that 
the motor car and motor truck are 


*Abstract of paper read at meeting of 
Illinois Electrie Railways Association, Chi- 
cago, March 15-16, 1922. 


natural developments; that they have a 
field of usefulness and should take steps 
promptly to use them as allies to gather 
traffic in out-of-the-way places and de- 
liver it to the rail carriers. 

I believe the ill feeling of the past 
is fast disappearing. Many of the large 
steam railway systems have electrified 
terminals in large cities, some have en- 
tire divisions operated by electric power 
and others are operating the electric 
railways in their territory as part of 
their system. 

When the steam roads were loaded to 
the breaking point during the World 
War, the electric lines demonstrated 
their ability to handle large volumes of 
traffic and made a place for themselves 
as a part of the transportation system 
of this country. In the transportation 
act of 1920, Congress recognized the 
electric railways, and while they right- 
fully exempt them from many of the 
provisions of the act, the law provides 


520 


that through routes and through rates 
and divisions shall be established be- 
tween all carriers subject to the trans- 
portation act and vests the Interstate 
Commerce Commission with the power 
to establish through routes and joint 
rates between carriers without regard 
for the kind of motive power used. In 
case the carriers cannot agree as to 
the division of joint rates, the commis- 
sion has the power to fix the proportion 
that each company shall receive. 

With the better understanding that 
now exists, the demonstrated ability of 
the electric roads to perform as effi- 
ciently as the steam roads, with the 
disposition to deal fairly and openly, 
with the regulatory agencies definitely 
instructed by law, and the desire on the 
part of both the steam and electric 
roads to give the best possible service 
to the public, there seems to be no seri- 
ous obstacle in the way of establishing 
the same traffic relations between elec- 
tric and steam roads as now exist among 
the steam roads. 

If such relations are desirable I be- 
lieve the American Electric Railway As- 
sociation, the various state associations 
and the individual companies should 
make a united effort to bring about full 
recognition by the steam railways. 
When the facts are presented showing 
the enormous volume of business now 
handled by electric lines, what a factor 
they have been in the building up of 
communities, how they have created a 
riding habit among the people, how they 
have relieved the trunk lines of the un- 
profitable short-haul business, and have 
been and can more and more be used 
as the creators of traffic and the natural 
feeders of the steam roads, and how the 
best interests of the public can be se- 
cured by full traffic relations, the de- 
sired results will readily be obtained. 

The big question, however, is to what 
extent are interchange arrangements 
desirable? Most electric railway traffic 
men think that if they could become 
parties to all the joint tariffs applying 
in their territory, their problems would 
be solved and that greatly increased 
traffic would move via their line. 

In order to discuss this question in- 
telligently, we must divide it into two 
natural divisions—passenger traffic and 
freight traffic. 


PASSENGER TRAFFIC 


Passenger rates are based on the dis- 
tance traveled, the same amount being 
charged for the last 5 miles as for the 
first 5 miles of a journey. Generally 
speaking, the rates are the same on all 
lines, both steam and electric, in a given 
territory. The only exceptions should 
be those necessary to establish the 
proper differentials to offset the differ- 
ence in the character of the service 
rendered. The only benefit to the pub- 
lic through joint fares is that of serv- 
ice. Time and inconvenience are saved 
by purchasing a ticket and checking 
baggage to destination, and where 
through routing of cars or trains is 
arranged for, the elimination of the 
transfer adds to the comfort and pleas- 
ure of the passenger. Joint passenger 
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and baggage rates with steam roads are 
desirable and should be readily ob- 
tained. Before an aggressive effort is 
made along this line, however, it would 
be well for the electric lines of this 
territory to get together and put into 
effect joint passenger and baggage rates 
among themselves. 


FREIGHT TRAFFIC 


Freight rates are computed on an en- 
tirely different basis from passenger 
rates. While the length of haul is one 
of the elements considered, the classifi- 
cation of the articles is the chief ele- 
ment and the rate becomes proportion- 
ately lower as the distance becomes 
greater. The consideration of freight 
traffic naturally suggests a division of 
the subject as between carload freight 
and less than carload freight or mer- 
chandise shipments. 

Carload Freight. — Most of the elec- 
tric roads have physical connections 
with steam roads and interchange busi- 
ness at these junction points. In the 
absence of through rates, the local rates 
of the connecting lines are combined. 
The sum of these local rates being more 
than the through rate, the industry lo- 
cated on the electric line is discrimi- 
nated against or the tonnage diverted 
from-the electric line. Through routes 
and. joint rates will, without a doubt, 
add a substantial volume of traffic and 
be of great advantage to shippers on or 
near the electric lines, and through 
routes and joint rates can, as I have 
pointed out, be obtained. Whether or 
not interline shipments can be handled 
on a basis that the revenue will pay 
all the costs of the service, including a 
fair return on the necessary invest- 
ment, depends largely on the division 
of the through rates. The division al- 
lowed the so-called short-line railroads 
is such that most of them are in very 
bad financial condition. I know of no 
electric road having joint rates which 
keeps the cost of its freight service on 


Vol. 59, No. 12 


a basis that it can tell whether the 
handling of through carload shipments 
is at a profit or at a loss. It is my 
opinion that most of this interline busi- 
ness is handled at a loss by the elec- 
tric lines as well as by the short-line 
railroads. These are times when each 
department of a business should be self- 
supporting. A very exhaustive study 
should be made as to the probable finan- 
cial results before arrangements are 
made for participation in all the taxis 
published for the carriers. 

Merchandise Freight. — Contrary to 
the genera! opinion, I think the I-c.l. or 
merchandise freight offers the greatest 
oportunity for the electric lines. Many 
lines are now engaged in this branch of 
the business with considerable success. 
Through rates between electric lines, 
and between electric lines and the steam 
roads, will do much to increase the 
popularity of this business. The prin- 
cipal difficulties are the lack of proper 
terminals in the larger cities and the 
cost of handling at stations. Both 
problems can be solved by co-operation 
between the carriers. Joint use of ter- 
minals will aid greatly. The use of 
containers will, I believe, solve the ex- 
cessive cost of handling at stations and 
the transfer between terminals. 

There have been a number of suc- 
cessful experiments in the use of vari- 
ous forms of container. A container 
will be designed that can be handled 
on motor trucks, on electric railway 
cars in city streets, on standard steam- 
road flat cars, on river barges or on 
ocean-going vessels, which can be filled 
at the factory door, handled by motor 
truck to the nearest station, transferred, 
if need be, from one terminal station to 
another by truck and finally delivered 
at destination with the least possible 
cost of handling. Here again the elec- 
tric lines should work out interchange 
arrangements, first among themselves 
and then through concerted action with 
connecting steam lines. 


Recent Developments in Car Design* 


Premature Standards Which Will Hinder Progress Must Be Avoided, but Certain 
Group Dimensions Should Be Established—The Automatic Treadle-Operated 
Exit Door of New Double-Door Chicago Safety Car Is Described 


By H. H. ADAMS 
Superintendent of Shops and Equipment, 
Chicago Surface Lines 


HE development of the safety car 

has resulted in the rapid introduc- 
tion of these single-truck units on a 
large number of properties. This wide- 
spread use of the car has been due 
primarily to the fact that their use 
makes possible a very substantial reduc- 
tion in operating expenses and at the 
same time enables a more frequent serv- 
ice to be offered to the public. 

The success of the car in meeting 
these requirements, and its consequent 
rapid introduction, has led some manu- 
facturers and railway men to consider 
the construction as a final development, 


*Abstract of paper read at meeting of 
Illinois Electric Railways Association, Chi- 
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and it has been widely referred to as a 
“standard” car. Although operating 
experience in a number of places has 
suggested some very desirable improve- 
ments, a Gonsiderable sentiment has ex- 
isted against making any changes from 
the original design. 

None of us will question the desir- 
ability of working toward standards in 
car construction as rapidly as the de- 
velopment of the industry and condi- 
tions permit. Care must be taken, how- 


-ever, to avoid the establishment of pre’ 


mature standards which will interfere 
with progress. Before a body con- 
struction can be considered as a stand- 
ard for a particular type of service, it 
must represent, in the opinion of the 
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ndustry, the highest development, com- 
bining the factors of strength, weight, 
cost of construction and appearance. It 
must also represent the most effective 
and efficient arrangement for the safe, 
comfortable and rapid transportation of 
passengers. It is, in the writer’s opin- 
ion, impossible to obtain in any single 
design of car, for service under all oper- 
ating conditions on various properties 
in different parts of the country, the 
best combination of the above require- 
nents. This problem may be met in 
the future by several types of cars, each 
designed for certain classes of service. 

Considering the subject on the basis 
just outlined, I feel sure that there are 
very few of us who believe that we have 
reached a stage in any particular type 
of car now in operation where we are 
satisfied to stop and establish a stand- 
ard. Every season shows long steps 
forward in the construction of light- 
weight cars. We are just beginning 
to see the possibilities of the future. 
The electric companies and the truck 
manufacturers are also apparently alive 
to the needs of the day. In car build- 
ing, the use of higher grade, lighter- 
weight materials is just commencing. 
Development of non-corrosive steel has 
recently made some long strides. This 
in itself opens up to car designers un- 
dreamed of possibilities in reduction of 
weight and cost of construction. The 
application of lighter and better mate- 
rials will and must affect the design of 
car bodies. Methods of handling heavy 
passenger traffic in more and more 
eficient ways are constantly being 
developed. 

This does not mean that progress 
cannot be made toward standardization. 
Immediate progress of this nature can 
be made along the lines of certain group 
dimensions, fixing post centers, car 
widths, roof types, etc., into certain 
groups to be applied to meet the vary- 
ing conditions on different properties. 

Returning to the question of the one- 
man safety car, we in Chicago, although 
recognizing the great service which this 
ear has rendered the electric railway 
industry by the successful establishment 
of certain principles of operation, have 
found after a period of experience under 
actual operating conditions on certain 
of our lines that this unit has certain 
inherent limitations. The most impor- 
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THE 37-FT., 45-PASSENGER DOUBLE-TRUCK ONE-MAN CAR Now BEING TESTED BY THE 
CHICAGO SURFACE LINES 


tant of these limitations are: (1) Ex- 
cessive time for passenger interchange, 
due to single doorway, permitting only 
one stream of passengers to alight from 
or board the car; (2) congestion within 
the body, due to narrow aisle and re- 
stricted space for movement of passen- 
gers at the front end; and (3) excessive 
damage resulting from comparatively 
light collisions. 

With these factors in mind we pre- 
pared a design which would more nearly 
meet our requirements, and our first 
efforts were along the lines of a single- 
truck unit. This car was made 8 ft. 
wide, 29 ft. 4% in. in length over bump- 
ers, and weighed, completely equipped, 
16,375 Ib. It is illustrated and described 
in the ELECTRIC RAILWAY JOURNAL of 
Jan. 14, 1922. 

In the design of a car for city service, 
provision should be made for the effi- 
cient loading and unloading of passen- 
gers during maximum load conditions. 
Where schedule speed is of any impor- 
tance, loading and unloading of passen- 
gers should be accomplished in the min- 
imum time possible. The use of a 
single entrance for the interchange of 
boarding and alighting passengers is 
not in accordance with this principle of 
gcod railroading. 

Our sample single-truck car was 
therefore provided with a double pas- 
sageway at each end. The exit pas- 
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sageway is protected by means of a 
barrier, which is latched in a closed 
position. This barrier is released by 
a passenger stepping on a treadle in 
the exit passageway on the platform, 
thus permitting the gate to be pushed 
outward. After the passenger has 
alighted, the gate returns automatically 
to the latched position. This barrier 
was installed with an idea of educating 
the public to enter via the entrance 
passage and leave through the exit. 
This car was completed and placed in 
service the early part of September, 
1921, and has been in successful oper- 
ation on outlying lines since that time. 
From observations of its operation, we 
decided that a double-truck car would 
give a more flexible unit and would 
more satisfactorily meet the service 
requirements on similar lines in Chi- 
cago. We attempted to work out a com- 
bination which would have the advan- 
tages of small, light-weight units, with 
which a frequent economical service 
could be rendered during periods of 
light travel, and which at the same 
time would take care of the heavier re- 
quirements of rush-period conditions. 
The double-truck car, which is also 
illustrated and described in the Jan. 14 
ELECTRIC RAILWAY JOURNAL, was made 
Sota 6 einweinenwidi hoya LG. AeanemenTy 
length over bumpers, and was provided 
with a double passageway at. each end, 


f IN CoLD WEATHER PASSENGERS CAN LEAVE CAR WHE 
Rr ar oh AT RIGHT—A CLOSE-UP OF THE 


THROWN OPEN. 


RE THERE Is No ONE TO GET ON WITHOUT HAVING BoTH Doors 
PLATFORM SHOWING THE TREADLE CONSTRUCTION 
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having the exit barrier as described for 
the single-truck car, in the exit passage- 
ways... Four 25-hp. motors, and a light 
pair of double trucks, specially designed 
to carry. the center plate loads, were 
used. A line breaker was installed 
under the car floor to eliminate the 
objectionable platform circuit breakers, 
and a pneumatic tripping mechanism 
operated during an emergency applica- 
tion of the safety devices was installed 
directly in the line switch box. This 
car weighs 28,050 Ib. completely 
equipped, and has a seating capacity of 
forty-five passengers. The aisle width 
between the end plates of the cross 
seats is 28% in., which permits a free 
movement of passengers toward the 
rear_end after the seating capacity has 
been exceeded. 

The details of the design involve a 


a maximum number of passengers in 
the most efficient manner on a car oper- 
ated by one man, and at the same time 
to avoid distracting the operator’s at- 
tention«when he is collecting, fares, has 
led to a further development. for the 
protection of the exit . passageway 
against passengers boarding -the car 
there. This has been accomplished by 
making the exit doors automatic in their 
operation, through the medium of a 
treadle similar to that used with the 
exit barrier operation previously de- 
seribed. In this arrangement the en- 
trance doors are connected with the 
safety control equipment and operate 
without any changes through the brake 
valve furnished with that equipment. 
The exit doors are opened by a pas- 
senger stepping on the treadle, which 
is made large enough so as almost com- 


We believe that this automatic exit 
door simplifies the problem of rapid 
loading and unloading of passengers 
on ears operated by one man, and elim- 
inates all objections that have been 
raised to the use of double passageways 
on a car of this type. The operator 
of the car is relieved of the necessity 
of giving any attention to alighting 
passengers when he is busy collect- 
ing fares. In cold weather passengers 
may be allowed to leave the car when 
there are none to board same without 
throwing open both doors. 

The double-truck car has been 
equipped with two of these automatic 
exit doors, and is now in operation. 
We are making observations at the 
present time and are following the 
operation very closely. The door is 
interlocked in such a manner as to safe- 


AUTOMATIC EXIT DOORS 

a ger standing on 
exit door until 
been moved to the 


number of interesting construction fea- 


tures, in all of which consideration 
has been given to the question of 
weight. In no instance has proper 


strength been sacrificed, and the struc- 
ture is such as to give a very rigid 
construction with ample provision 
against excessive damage from minor 
collisions. 

The car was completed and placed in 
service about the middle of December, 
1921, and has since been in successful 
operation, handling passengers in a 
very much more satisfactory manner 
than the smaller car. 

Considered from the standpoint of 
speed in handling passengers, it has 
been found that double passageways are 
a decided improvement and very much 
more satisfactory than the single pas- 
sageways. Preliminary observations on 
our single-truck car, having double pas- 
sageways, in comparison with cars hav- 
ing single passageways, have up to the 
present time shown a reduction of 31 
per cent in time of passenger inter- 
change, at stops where similar condi- 
tions prevailed. 

Our study of the problem of handling 
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The exit door does not 
passenger has entirely 


After the passenger takes 


pletely to fill the exit passage, and 
makes it practically impossible for the 
passenger to stand in front of the exit 
door, without standing on the treadle. 
The exit doors cannot be opened by the 
passenger until a full brake application 
has been made, and brake valve handle 
moved to “door opening” position. 

The door closes automatically and 
quickly with no supervision from the 
operator when the passenger has cleared 
the exit step. This is for the purpose 
of preventing boarding passengers from 
entering via the exit door. The door 
does not begin to close, however, until 
the alighting passenger has entirely 
cleared the step. When several pas- 
sengers are leaving the car in succes- 
sion, the door remains open until the 
last passenger has cleared the step. 
Provision is made to prevent jamming 
any one who might be caught in the 
door by attempting to enter through 
the exit side. When both the entrance 
and exit doors are open, they may be 
closed, even though.a passenger re- 
mains standing on the treadle, by mov- 
ing the: brake-valve handle to the “door 
closing” position. 


SURFACE LINES" DOUBLE-TRUCK ONE-MAN CAR 


his foot from the step, the exit door auto- 

matically closes almost instantaneously. 
Number Four. A “feather weight” pas- 

senger on the treadle will operate the door. 


guard against accidents due to the 
carelessness of the passenger or the 
operator of the car. 

In considering the general problem 
of handling passengers under the con- 
trol of one operator, we believe that 
any arrangement for cutting down the 
time of interchange should from the 
standpoint of safety provide for all 
movement or interchange of passengers 
to be directly under the observation of 
the operator. This means primarily 
that all such interchange must be ef- 
fected at the front end of the car, and 
it is therefore particularly desirable to 
se design this type of car that there 
will be ample aisle width and space 
within the body at the front end te 
facilitate the ready movement of pas- 
sengers. For city service, where short 
periods of comparatively heavy con- 
gestion occur, a double-truck car prop- 
erly designed offers a more flexible 
unit and affords a more attractive serv- 
ice to the public than the single-track 
car. For the operating requirements 
on a great many interurban properties 
the double-truck car is also entirely ap- 
plicable. 
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How Electric Railways Are Being Advertised* 


A Birdseye View of the Work Being Done to Improve Public Relations by Typical 
Properties Scattered from Coast to Coast—The Essentials of Good 
Work Are Stated to Be Frankness, Brevity and Clarity 


By Lapert St. CLAIR 


Director of Advertising Section 
American Electric Railway Association 


T SEEMS to me to be worth while 

no longer to tell electric railway men 
about the value of good public rela- 
tions. This has been shown by the re- 
sults that have accrued to the com- 
panies that have tried to improve them. 

Electric railway men are tired of 
having forefingers wagged in their 
faces, along with the declaration that 
“the goblins will get you if you don’t 
watch out.” It is time to declare a 
holiday on the wagging forefinger and 
substitute some plain talk on how com- 
panies that are doing constructive 
public relations work are achieving 
success. 

Advertising, publicity and _ public- 
relations work generally have de- 
veloped rapidly throughout the electric 
railway field in the last three years. 
Today approximately fifty per cent of 
the companies in the country, includ- 
ing virtually every large company, are 
engaged in this work in some form. 
The work of getting the electric rail- 
way story to the public finally is being 
divided along constructive lines. A 
smooth working plan of co-operation 
between local companies, state commit- 
tees and our national association has 
been worked out. The Illinois commit- 
tee has done splendid work, not only 
within its own State but also in blazing 
the trail for other state committees. 

Taking the Illinois plan as a model, 
more than twenty-five states now have 
organized state committees and more 
are being organized right along. 

There is scarcely a state in the 
Union which today does not have sev- 
eral electric railway companies that 
are doing big outstanding advertising 
and public relations work. For ex- 
ample, starting with Massachusetts we 
find the. Eastern Massachusetts Street 
Railway operating a plan of community 
committees successfully. This com- 
pany co-operates with the car riders 
in each community in forming a com- 
munity committee to consider all ques- 
tions as to service. 

In Providence, R. I., the United Elec- 
tric Railways is just beginning an ad- 
vertising campaign. And coming down 
to Connecticut, we find the Connecticut 
Company engaged in intensive progres- 
sive public relations work. President 
Lucius S. Storrs, of this company, car- 
_ ries the electric railway story directly 
to the car rider in many different ways. 
One of the most successful things that 
he did was to wage a fight in the Leg- 
islature against unregulated jitney 
competition through the medium of a 
leaflet. With this single advertising 
medium and personal work in a few 
_ months he got the required legislation. 


*Abstract of paper presented before the 
Illinois Electric Railways Association, Chi- 


a cago, Ill, March 15-16, 1922. 


He also has a policy of frankness with 
the newspapers which works. 

In New York City the car card as 
used in~the subways is well known, 
and in Brooklyn we find C. E. Morgan, 
the general manager of the Brooklyn 
City Railroad, addressing groups of em- 
ployees daily in an effort to humanize 
his company. He also uses company 
publications, car cards and other adver- 
tising material to good effect. 

In Philadelphia, the P. R. T. long 
since learned the efficacy of the car 
card and is making broad use of it and 
other advertising literature. Using 
the car card and leaflets as its adver- 
tising medium, this company once 
saved the skip-stop for its service 
which meant a million dollars a year. 

Nowhere in the United States is 
found a smoother working public rela- 
tions machine than that which has been 
set up by C. D. Emmons, president of 
the United Railways & Electric Com- 
pany of Baltimore, Md. Here, every 
executive who comes in contact with 
the public is definitely assigned to a 
task. One man’s activities center 
around local clubs; another is assigned 
to charities and other civic activities; 
a third deals with the politicians and 
public meetings, and a fourth is active 
in the Advertising Club and in news- 
paper circles. 

Down in Richmond we find the Vir- 
ginia Railway & Power Company using 
car cards and leaflets with highly suc- 
cessful results. This company recently 
passed through a bitter strike. By 
using the mediums mentioned as well as 
newspaper space, the company won a 
victory. In Charleston the street rail- 
way is headed by P. H. Gadsden, who 
proves his belief in advertising and 
public relations work by using news- 
paper space liberally to advertise his 
service. 

Skipping along to Atlanta, Ga., we 
find P. S. Arkwright, president of the 
Georgia Railway & Power Company, 
pursuing a policy of frankness in deal- 
ing with his public and his men. He 
has the happy faculty of talking from 
the angle that is most interesting to the 
audience he addresses. For example, 
he talks electric railway service to mer- 
chants in terms of shoes, overalls, lolly- 
pops, ete. .T. L. Small, in Baton Rouge, 
is effectively telling his story in 1-in. 
newspaper “readers.” In New Or- 
leans, the railway company has set a 
pace with car cards that is approached 
by few. In fact, the South is full of 
managements that are up on their toes 
courting the public. 

In the North Central States some of 
the best work in. the country is being 
done. Youngstown told its story ef- 
fectively on the introduction of the 
monthly pass. The Northern Ohio 


~ Light & Traction Company has created 
a better public feeling through boost- 
ing community spirit. Toledo sold its 
service-at-cost plan to the people 
through publicity. One company in 
this territory now is making a per- 
sonal canvass of every citizen to de- 
termine what it can do, if anything, to 
please its riders better. The Union 
Traction Company of Indiana, under 
the direction of Arthur W. Brady, is 
doing safety work that might well be 
copied by any company. E. M. Walker 
of Terre Haute has sold the safety- 
car idea to his riders in a manner 
which has excited favorable comment. 

In Illinois W. H. Sawyer of East St. 
Louis is doing effective safety work 
and the Illinois Traction System excel- 
lent general publicity work. All roads 
might profit by studying the merchan- 
dising-of-transportation plans and 
safety work put into effect by Britton 
I. Budd on the Chicago Elevated Rail- 
roads. Likewise, it is a pleasure to see 
the Chicago Surface Lines telling its 
story through car cards and otherwise 
taking the public into its confidence. 

Going west from Chicago we find the 
Twin Cities getting the frank story of 
their electric railway problems from 
Horace Lowry. In Duluth, R. B. 
Thompson is carrying on a continuous 
newspaper advertising campaign. Kan- 
sas City is learning its local railway 
story through frank, open discussion by 
the company. Lincoln, Neb., has just 
started issuing a company leaflet that 
is vigorous in style and well printed. 

Farther west is the Portland Rail- 
way, Light & Power Company, of which 
W. P. Strandborg is publicity manager. 
Recently he not only has cultivated the 
most friendly relations with his public 
and the newspapers but has success- 
fully floated two large security issues. 

California is a territory that has been 
beset by bus competition of vigorous 
character. Paul Shoup and others in 
charge of the electric railway proper- 
ties are continuing to “carry on.” 
Through newspaper advertising, book- 
lets, car cards and speakers, electric 
railway problems are being made 
clearer to Californians every day. 

In conclusion, I repeat that the elec- 
tric railways are on their toes. They 
are getting results, and those that are 
getting the best results are the ones 
that are following this brief rule in 
advertising and in public relations: 
Be frank. Be brief. Be clear. 


Safety Convention in Toronto 


JOINT safety convention under the 

auspices of a number of Canadian 
industrial and other organizations will 
be held at the King Edward Hotel, 
Toronto, on April 4 and 5. The con- 
vention is one primarily for employers, 
and the chief aim is to secure reduced 
compensation and eliminate unneces- 
sary waste by extending the benefits of 
accident prevention in large and small 
industries. The chairman of the first 
session will be Sir John M. Gibson, 
K.C.M.G., president of the Ontario 
Safety League. 
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CoMPARATIVE LIFE OF TREATED AND UNTREATED Fir TiES 


Tie and Timber Preservation* 


Numerous Experiments with Various Methods of Treatment and Varieties of 
Wood Have Been Conducted by the Burlington Railroad 
During the Past Twelve Years 


By J. H. WATERMAN 


Chicago. Burlington & Quincy Railroad, Galesburg. IL 


W HEN we began treating ties in red oak would last eight years when 


1898 we used a white oak un- treated, the maximum life had been 
treated tie as a unit of measurement, obtained. Exhaustive tests that we 


have conducted over a period of twelve 
years have proved to us that treated 
soft-wood ties have an average life 
nearly 100 per cent more than was 
expected. 

The accompanying charts and tables 
show the results of our various tests. 
It is especially interesting to note in 


the life of which was estimated at that 
time at eighteen years. It was thought 


then that if inferior wood like pine and 


bh 


in the experimental tracks during 1909 
and 1910 that practically all of the 
untreated ones have been taken out. 
This summary includes the test results 
of ties of various kinds, each kind 
having been treated with the various 
processes. 
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AveRAGE LIFE OF UNTREATED TIES OF VARIOUS Woops 


We have in our test tracks ties 
treated with the straight creosote, the 
Card, and the Burnettizing (zinc chlo- 
ride) processes. A summary of the 
comparative life of ties treated with 
the two last processes in wet and dry 
cEmates shows how much longer life 
in the wet clmate ties treated with 
the Card process give than to those 
treated with the Burnettizing process. 
The determination of proper treatment 
is largely a matter of experience. This 
is illustrated by the experience of one 
railroad which reduced the amount of 
zine used from 4 lb. per cubic foot 
to 3 lb. Although theoretically the 
lesser amount was sufficient, several 


TABLE II—COMPARATIVE LIFE OF TIES 


TREATED WITH THE CARD PROCESS AND 
THE BURNETTIZING PROCESS IN THE 
WET AND DRY REGIONS 
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GRAPHIC RECORD OF RESULTS OBTAINED BY BURLINGTON RAILROAD WITH TREATED AND UNTREATED TIES 
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years trial showed that those treated 
with a half-pound of zine per cubic 
foot gave at least double the life of 
the others. 


BRIDGE LUMBER AND PILING 


Everyone, I believe, will agree that 
bridge lumber and piling ought to be 
treated. We have many bridges where 
the piling is apparently just as sound 
as when driven. In this case the treat- 
ment was with straight creosote by 
the full cell process. 

In regard to seasoning ties and lum- 
ber before treatment, my observation 
has been that piling placed in the 
storage yard in the fall can be carried 
through until the second winter before 
it begins to deteriorate. In our loca- 
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tion red oak piling ought to be sea- 
soned from fourteen to sixteen months 
te gain the maximum benefit from 
treatment with preservatives. 

In the past few years, during which 
I have watched closely ties under rail 
joints, I Have found that they wear 
out much faster than those in the same 
tracks which are between the joints. 
Loose bolts have been found to be the 
cause of this severe mechanical wear. 

It is hardly necessary for me to say 
that good ballast lengthens materially 
the life of a tie. A sufficient amount 
under the track helps to keep the ties 
dry by furnishing better drainage. 
Longer life of the ties may also be 
expected because of the more firm bed 
provided. 


What the American Electric Railway Association 


Does and Stands For* 


A Summary of the Facilities Which the Parent Association and Its Affiliated 
Organizations Have Placed at the Disposal of the Members, and a 
Statement of What the Association Is Doing for the Public 


By Ropert I. Topp 


President American Electric Railway Association 
and President Indianapolis Street Railway 


HE spirit of the American Electric 

Railway Association is one of pro- 
gress. Its purpose is to help the rail- 
ways to serve the public adequately. 
The aim of its members is to make 
transportation safe and reliable; to give 
rides at the lowest possible cost; to 
furnish steady employment at fair 
wages to our employees, and to earn 
a fair return on invested capital. 

As mutually helpful understanding 
is growing today between the public 
and the utilities, the impression that 
one is necessarily the enemy of the 
other is fast disappearing. Utilities, 
perhaps more than ever before, are 
placing their problems squarely before 
the public, and the public is studying 
and appreciating these problems more 
than ever. 

The outstanding efforts of the asso- 
ciation are first to show its members 
how to improve their service and next 
to help them sell the service to the 
people. The association is a clearing 
house for facts of vital interest to the 
industry. Through committees and a 
trained staff at headquarters it strives 
to supply to the railways the best in- 
formation as to the conduct of prop- 
erties and to the public the facts about 
our work which are of vital interest to 
the public welfare. 

The climax of the association’s ac- 
tivities is reached twice a year, at the 
midwinter meeting and the annual con- 
vention. All of the committees function 
under a regular schedule. the executive 
committee meeting monthly. 

One of the outstanding activities of 
the association is the conducting of a 
Bureau of Information and Service, 
which supplies information relating to 
wages, working conditions, fares, buses. 
one-man cars, and many engineering. 


*Abstract of address delivered before the 
Iirois Electric Railwavs Association in 
Chicago, Ill., March 15-16, 1922. 


traffic and operating problems. Infor- 
mation for this bureau is obtained 
through clippings covering the principal 
trade and technical publications, public 
service and court decisions and ques- 
tionnaires and other communications 
addressed to members. 

As exhibits in court cases or hearings 
before public service commissions, as 
evidence in ‘arbitration proceedings or 
for the purpose of merely fore-arming 
a member company when entering a 
wage negotiation, the reports and com- 
pilations prepared by this bureau have 
proved of inestimable value. More 
than 10,000 inquiries were answered 
last year by this bureau. 

One of the newer activities of the 
association is the Advertising Section, 
financed by ‘the Committee of One Hun- 
dred and designed to give service to all 
companies. The formation of this sec- 
tion was the outgrowth of the indus- 
try’s first organized attempt to tell the 
story of its problems to the public at 
the time of the formation of the Fed- 
eral Electric Railways Commission. 

This section operates under the direct 
supervision of the committee on publici- 
ty. It has an experienced advertising 
man in charge. It constantly strives 
to induce companies to increase their 
advertising. 

The Advertising Section prepares 
and releases news and _ advertising 
material for use through various pub- 
licity channels. It co-operates closely 
with the state committees on public 
utility information and other publicity 
divisions of national public utility or- 
ganizations. It also renders a personal 
service to companies that desire it. 
Any manager may write to the section 
and secure, without charge, advice as 
to his particular problems. When a 
local problem assumes national interest 
a special investigation is made and a 
report is issued for release aS a news 
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story, leaflet or display advertisemeny 
by local companies. ‘lhe section also 
co-operates with the committees on 
merchandising of transportation and 
safety, and assists other committees in 
the preparation of advertising material. 

The association also, through its 
various committees, constantly watches 
the trend of national affairs with a 
view to promoting co-operation between 
the industry and the public as repre- 
sented by governmental bodies. For 
example, its Washington office and its 
committee on national relations look 
after the interests of companies affected 
by the jurisdictions of the Interstate 
Commerce Commission, the United 
States Railroad and Labor Boards and 
the public service commissions of sev- 
eral states. At the present time the 
committee on national relations is co- 
operating with the other utility asso- 
ciations through a national joint com- 
mittee in the study of such questions as 
the exemption from taxation of state 
and municipal securities. 

The effort of the association is al- 
ways to co-operate with government 
officials and as a result its relations 
with them are cordial. One of the most 
recent activities was in connection with 
a request from the Joint Committee on 
Agricultural Inquiry of Congress. In 
this case information was furnished 
covering the connection of electric rail- 
ways with the transportation of agri- 
cultural products. As originally plan- 
ned the scope of this inquiry was far 
more extensive than necessary and 
would have involved obtaining much 
material that would have been of no 
use to the commission. The collection 
of this material would have cost prob- 
ably $200,000. The chairman of our 
committee on national relations and 
the executive secretary conferred with 
representatives of the commission and 
supplied all of the needed information 
immediately and at no cost. 

Manufacturers and operators work 
together splendidly in this association. 
An instance of this is found in the 
recent formation of a manufacturers’ 
special committee to spread the facts 
about our industry through manufac- 
turing channels. 

The association distributes monthly 
more than 6,000 copies of its magazine, 
Aera, devoted to educational articles 
largely by executives and heads of de- 
partments. It maintains close co-opera- 
tion with the United States Chamber 
of Commerce, the National Industrial 
Conference Board. the American Engi- 
neering Standards Committee, the Na- 
tional Safety Council and other national 
organizations. Through its affiliated 
asociations, the American Association 
keeps abreast of all that is newest and 
best in these different lines of activitv. 

Finally, the association’s vblished 
proceedings form a valuable reference 
library of the progress and develop- 
ment of the electric railway industry. 
The reports of the standing commit- 
tees represent the work of the best 
brains in the industry, and _ their 
recommendations and conclusions are 
available in these published reports. 
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A. R. E. A. Convenes in Chicago 


Vast Amount of Information Covering the Usual Wide Range of Topics Brought in by Committees of 
Railroad Engineers at Their Twenty-third Annual Convention—Material 
Pertinent to Electric Railways Is Presented 


"Ta year at the twenty-third an- 


nual convention of the American 
Railway Engineering Association, 

held in Chicago, March 14 to 16, the 
twenty-three standing committees added 
a wealth of information to that already 
accumulated. An attendance of 2,000 
members broke all records of participa- 
tion in the Engineering Association 
proceedings. Differing from the work 
of the committees presented at last 
year’s meeting, the preponderance of 
research done during the past twelve 
months was along the line of way mat- 
ters. Although there is an increasing 
possibility of, and tendency toward, 
trunk-line electrification, but little in- 
vestigation was made in this direction. 
As with the electric railways, the 
steam railroads have found that the 
necessity for effecting the greatest 
economies possible has been more 
pressing than ever before. Their fore- 
most problem, the labor question, was 
the subject of detailed investigation. 
For the purpose of studying some 
phases of this question, the association 
has actively at work two committees, 
one on the economics of railway labor 
and another on the economics of rail- 
way operation. Another committee 
whose work is tending to produce 
economy of operation is that on 
standardization. This work is designed 
to reduce the multiplicity of specifica- 
tions for the various materials required 
in daily use on the railroad and to 
permit of the production of so-called 
standard materials at a smaller cost 
than is possible under present practices. 
President Downs in his address at 
the opening session of the association 
dwelt on the failure of the steam rail- 


roads to attract technically trained 
men. Out of twelve replies to ques- 
tionnaires from various universities 


came the information that during the 
past ten years there were 3,003 grad- 
uates in civil engineering, and surpris- 
ing as it may seem, only 272, or 9 per 
cent, are working for the railroads. 
Though not finding out how many of 
the men of the engineering department 
of the railroads were graduates of en- 
gineering schools, Mr. Downs found 
from a count made on two railroads 
that employed about 350 engineers that 
only about 50 per cent were graduates 
of technical schools. Some immediate 
effort must be exerted, he urged, to 
bring technical men into railroad work. 
A canvass made by him discloses the 
fact that the average monthly salary 
paid to the voune engineering graduate 
entering railroad work is $118. 
Speaking more of what the railroads 
can do toward developing their present 
engineering personnel, R. C. Marshall, 
Jr., general manager Associated Gen- 
eral Contractors of America, said that 


there still exists a need for the rail- 
roads to produce more executives with 
both engineering skill and a knowledge 
of business and transportation econom- 
ics. The difficulties attending future 
development of railroads as private 
projects have greatly increased in com- 
plexity. These new problems open an 
extensive field for combined engineer- 
ing and economic ‘studies. 
every reason to believe that the engi- 
neer can take up these studies of rail- 


road building and solve their problems * 


more readily than an executive with 
no engineering experience. This new 
field, he concluded, offers an opportunity 
for development of the highest type of 
executive ability and with it will go 
a high degree of prestige and com- 
pensation. 

The following abstracts of the various 
committee reports have been made 
rather to indicate the scope of the 
committee work than to present the 
actual data and information. 


Reports of Committees 


The report of the committee on elec- 
tzicity, of which Edwin B. Katté is 
chairman, included the result of studies 
made during 1921 on the subjects of 
electrical interference, water power, 
electrolysis, overhead transmission line 
construction and third-rail and _ over- 
head-line clearances. The committee 
also reported the result of its review 
of the National Electric Safety Code, 
issued by the United States Bureau of 
Standards, submitted railroad specifica- 
tions for commercial adhesive and 
rubber insulating tapes, and stated that 
next year a study will be made of 
railroad specifications for electric light, 
power supply and trolley line crossings 
between steam and electric railways. 
It is also intended to report on in- 
sulators with a view to preparing plans 
and specifications for standardizing 
them. 

The sub-committee on electrical in- 
terference submitted a progress report 
only, which included tabulations of 
possible mitigating measures that may 
be employed, but made no definite 
recommendations as to their practica- 
bility. The committee recommended 
that the subject be continued with a 
view to establishing, if possible, reme- 
dial measures. 

In reporting on the utilization of 
water power for railroad electric opera- 


tion, the sub-committee on water power. 


was instructed to co-operate with the 
United States Geological Survey in its 
super-power survey. The report on the 
super-power survey was not available 
until shortly before the conclusion of 
the committee’s work, so that it was 


There is” 


not afforded an opportunity to give 
the survey the comprehensive study 
warranted by the importance of the 
subject. However, the sub-committee 
did issue a report dealing specifically 
with sources of electric power available 
for the operation of railroads within 
economical reach of the Niagara and 
St. Lawrence Rivers and tributaries of 
the St. Lawrence River. 

In its summary this water-power sub- 
committee said that there are at pres- 
ent, at Niagara Falls, hydro-electric 
developments under the control of the 
United States totaling 486,000 hp., of 
which amount practically none is avail- 
able for railroad electrification. How- 
ever, there is being developed at 
Niagara Falls under existing treaty 
provisions, 660,000 hp. additional, of 
which 210,000 hp. is on the American 
side. Of this latter amount, 100,000 hp. 
is available for railroad electrification 
and is sufficient for local requirements 
only. There are possibilities, subject to 
treaty revisions, of developing on the 
American side 600,000 hp. additional, 
of which the greater part may be avail- 
able for railroad electrification. This 
would be sufficient to furnish power to 
a large proportion of the steam rail- 
roads within economical transmission 
distance. There are existing, or under 
development, other installations such 
as the Canadian Chippawa-Queenston 
project and that at Shawinigan Falls. 
Power from these plants is not avail- 
able for railroad use in the United 
States. Other projects are under con- 
templation, such as the Niagara Falls 
Union and the St. Lawrence Waterway. 
While such power would be available 
for railroad electrification, it is not 
believed that the projects have yet 
reached the stage where the committee 
can report as to their applicability. 

The transmission of power developed 
at Niagara Falls is limited in distance 
only by ability economically to con- 
struct and safely to insulate the-trans- 
mission line. Also from Niagara Falls, 
power can be delivered to large con- 
sumers within economical transmission 
distance at approximately 1 cent per 
kilowatt:hour, which figure is suffi- 
ciently attractive, as compared with 
present costs of steam production, to 
warrant serious consideration as to its 
use for railroad electrification. 

- On the subject of electrolysis, the 
sub-committee charged with the duty 
of studying that subject reported that 
it co-operated during the past year with 
the American Committee on Electrol- 
ysis. The American Committee has 
completed a comprehensive report 
which was abstracted on page 913 of 
the ELectric RAILWAY JOURNAL for 
Nov. 19, 1921. The committee had 
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nothing to report this year as-to-the 
effect of electrolysis on reinforced con- 
erete other than to say that experi- 
ments are being continued in the 
laboratory of Swarthmore College and 
it is hoped that interesting results may 
form the basis of next year’s report 
on this subject. 

The sub-committee on co-operation 
with the United States Bureau of 
Standards had prepared a commentary 
on the National Electrical Safety Code 
with the object of acquainting the 
members of the association with the 
manner in which it can be used to 
advantage and wherein the code re- 
quirements differ from accepted rail- 
road practice. After preparing this de- 
tailed commentary, the committee 
recommended that the railroad speci- 
fications for electric light, power 
supply and trolley line crossings, steam 
and electric railways, adopted by the 
association in 1920, be opened for re- 
vision with a view to making them 
conform with the code as far as 
consistent with established railroad 
standards, conferring with other inter- 
ests giving special attention to the 
following items: (1) A definition of 
the grade of construction; (2) minimum 
overhead clearances; (3) clearances be- 
tween lines and between conductors 
and supports; (4) minimum size and 
material of conductors; (5) unit stresses 
in steel and wooden crossing supports; 
(6) grounding of arms and guys; (7) 
grade of construction on branch lines. 

After issuing questionnaires to about 
twenty representative railroads. re- 
questing information regarding railroad 
transmission and distribution lines at 
present in operation, the sub-committee 
on overhead transmission line construc- 
tion reported that some data of interest 
had been collected. The subject of 
transmission line standards is ex- 
tremely active just now. Specifications 
have been issued or are being consid- 
ered by several state public utilities 
commissions, and by various technical 
organizations. The establishment of 
common standards for power work and 
a reduction in the present number of 
types and kinds of line construction 
material is very desirable from an 
economic standpoint and the committee 
hopes to co-operate with other bodies 
to promote this result. 

Since by far the’ greatest experience 
and development in transmission and 
distribution line construction has been 
that of electric power companies, it 
seems probable that types of good con- 
struction which have been found satis- 
factory for them may be adequate for 
lines of a similar class for railroad 
use. However, the proximity to rail- 
read tracks presents a hazard to trains 
from pole and wire failures, which is 
an important. consideration. The most 
important difference would probably be 
the fact that railroad lines are usually 
confined to a restricted right-of-way. 
Next year the committee hopes to sub- 
mit some specifications for a standard 
transmission line construction. 
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Some: interesting data regarding 
third-rail and overhead clearances were 
presented’ in tabulated form by the 
sub-committee charged with the investi- 
gation of this subject. Information 
akout the type of contact, the protec- 
tion, the mileage in operation, etc., of 
third-rail lines was tabulated for twen- 
ty-five heavy traction and electric rail- 
ways. Corresponding data of electri- 
fied steam roads and interurban lines 
were listed for the clearance of over- 
head lines. These data among other 
things include the size of the conductor 
and the type of contact device used. 

The standardization committee this 
year presented specifications for fric- 
tion and rubber insulating tape which 
it recommended for adoption. These 
railroad specifications cover completely 
the material to be used, the manufac- 
ture, the chemical properties, the 
physical properties and tests, the stand- 
ard weight, dimensions and variation, 
the packing and marking, and the in- 
spection and basis of rejection. 


Way MATTERS REPORTED ON 


_ The following abstracts cover the re- 
ports on track and allied subjects, 
which for convenient reference have 
been arranged under committee titles: 


Committee on Ballast—The principal 
work accomplished by the sub-com- 
mittee on ballast was a report on time 
and cost studies covering the applica- 
tion of ballast, giving particular 
attention to the organization of the 
ballast gang and also to the organiza- 
tion of small emergency gangs. Some 
valuable data were presented in tabu- 
lated form of the time required, cost of 
skeletonizing track, of unloading bal- 
last, of placing and dressing bailast, 
and then in a recapitulation, the cost 
per mile of ballasting main line track. 
The committee considers all figures 
supplied to it to be very creditable. 
The committee also presented the 
specifications for ballast shovels. It 
had also prepared a design for a spot 
board with the necessary holder and 
raising block. 

Committee on Stresses in Track—A 
progress report was submitted stating 
that the principal work of the year 
1921 had been the reduction and corre- 
lation of data of the field tests made 
in 1920, the principal purpose of which 
was to determine the effect of curva- 
ture of track upon the stresses in the 
rail caused by locomotives of different 
types running at different speed, as 
compared with the stresses developed 
in straight track. Another line of work 
which was carried on was the investi- 
gation of stresses developed in the 
various parts of the rail joint at 
ordinary wheel loads. 


Committee on Rail—This committee 
reported that it had been giving con- 
sideration to the revision of the 
specifications for steel rails and expects 
to have something to submit soon. Also 
during the past year it devoted consider- 
able attention to the details of rail 
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manufacturing practices of the several 
rail mills of the country, with’ refer- 
ence particularly to the influence they 
have on the properties of the finished 
rail. It is thought that the most im- 
portant item in the manufacture that 
affects the quality of the finished rail 
is the condition of the steel as it is 
poured into the mold. The committee 
found from its annual statistics on rail 
failure that the war-time rollings and 
particularly the rails rolled in 1917 are 
not showing up very well. 

On the subject of steel rail inspec- 
tion the committee presented a’ résumé 
of the practices of various roads and 
also a schedule of recommended prac- 
tice. In this connection a paper was 
submitted by M. H. Wickhorst on “A 
Formula for the Elongation of Rails 
in the Drop Test.’’ Mr. Wickhorst also 
prepared a discussion on fissures, which 
has been revised and the bibliography 
has been extended ‘five years to include 
the year 1920. 


Committee on Hconomics of Railway 
Labor — The problem of furnishing 
labor for railway service, the commit- 
tee says, is complicated by fluctuation 
in the available supply in labor markets, 
by the seasonal nature of trackwork 
and especially by that class of extensive 
improvements usually termed construc- 
tion work. Because of local weather 
and climatic conditions, it seems im- 
practicable to recommend a country- 
wide plan for the permanent employ- 
ment of laborers in the maintenance 
of way department, but consideration 
is recommended for a much broader 
all-year program of maintenance work 
and a permanent force wherever con- 
ditions permit. 

The conclusions reached were that 
the best results may be obtained by 
providing some officer or some organ- 
ization to supervise the selection and 
care of employees, that the living con- 
ditions of employees should be sanitary 
and comfortable, and that free trans- 
portation for railway labor should at 
all time be within the control of regu- 
larly delegated officers or employees. | 


Committee on Standardization—This 
committee was appointed last year to 
promote the use and formation of asso- 
ciation standards by acting as a: clear- 
ing house for the recommendations of 
the various A.R.E.A. committees. This 
year it recommended that five subjects 
be submitted to the American Engi- 
neering Standards Committee as .a 
basis for standardization. Among 
other things, these include tamping 
tools, tie specifications, railway lamps 
and commercial adhesive tape and rub- 
ber insulating tape. 


Committee .on Uniform General Con- 
tract Forms— A few minor revisions 
were suggested to be made in the 
Manual. The committee has drawn up 
for adoption a form of license for wires, 
pipe, conduit and drains on railroad 
property and has offered for criticism 
and suggestion a form of license for 
private road crossings. 
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Committee on Signs, Fences and 
Crossings—On the basis of informa- 
tion obtained by circularizing a large 
number of railroads in regard to the 
location of signs with relation to the 
track, location with relation to the 
object effected and details of any local 
state or public service commission 
laws or orders applying to the location 
of signs, it was recommended that all 
mile posts, bridge numbers, section and 
such signs be located at a distance from 
the center line of the track to the 
nearest space or edge of the sign of 
10 ft. 4 in. Highway crossing signs 
should be set at a distance of 17 ft. 
from the center line of the track and 
300 ft. in advance of the crossing. Be- 
cause of the high price of wood cross- 
ing signs there has resulted in recent 
years the introduction of a number of 
substitutes. Seventeen have come to 
the attention of this committee, which 
grouped them in five classes in accord- 
ance with the material of their con- 
struction. Information was presented 
covering ninety-five individual cross- 
ings, and data in regard to others were 
obtained from railroad users and from 
the manufacturers. For the most part, 
these crossings have been in use but 
a short time and a definite conclusion 
as to maintenance costs and service 
cannot be reached. Comprehensive 
specifications were submitted by the 
sub-committee to which was assigned 
the preparation of plans and specifica- 
tions for concrete fence posts. The 
specifications which it recommends for 
criticism deal with the materials, the 
proportioning and mixing of the con- 
crete, the depositing of the concrete, 
and the curing and handling of the 
posts. Typical drawings of end posts 
and brace handles for a right-of-way 
fence with concrete or steel line posts 
were included with the report. 

Committee on Ties— The specifica- 
tions for a standard tie and the prac- 
tice to be followed in its installation 
were submitted for approval so that 
there may be some unit of comparison. 
The recommendation regarding a test 
installation is that an equal number, 
though not less than a _ hundred, 
standard test ties be installed at the 
same point in the same track under 
icentical traffic, rails, ballast, drainage 
and sunlight conditions. The test record 
should be continued until all standard 
test ties have been removed as well 
as all other ties of the test. The 
standard test tie is to be according to 
the A.R.E.A. 1921 specifications, grade 
3, 6 in. x 8 in., class-U, white oak, 
8 ft. long, untreated. A form is pro- 
vided to record such information as 
location, kind of ballast, tangent or 
curve percentage, tie plate, weight of 
rail, rail fastenings, size and kind of 
ties, etc. Additional data to be in- 
cluded cover the gross tonnage per 
year passing over the test ties, the 
annual average rainfall, the mean tem- 
perature of the locality and the kind 
and depth of ballast. 

Some tables have been prepared from 


the returns to the committee’s ques- 
tionnaire as to the life of ties. The 
first table concerns untreated ties only, 
and its information is limited to re- 
turns which indicate that the failures 
were more than half caused by decay, 
and it is, therefore, an effort to compare 
the decay-resisting qualities of various 
kinds of untreated timber. A second 
table shows the relation between the 
specific gravity, beam strength and 
rail-bearing strength of timber used 
for cross ties, and from it the con- 
clusion can be drawn that the strength 
of various kinds of timber can be said 
to vary with the specific gravity. 
Conclusions reached by the committee 
as to the effect of size of ties and the 
use of tie plates were based on the gen- 
eral belief as expressed in the question- 
naires that a tie 7 in. x 9 in. would 
outlast one 6 in. x 8 in. when subjected 
to the same conditions, by about 25 per 
cent. The data relative to ties failing 
by decay show an average for plated 
ties of 30 per cent greater life for the 
7-in. over the 6-in. ties, and for un- 
plated ties, 20 per cent greater for the 
7-in. over the 6-in. It was also found 
that the value of the tie plate in the 
case of 6-in. ties is 12 per cent greater 
life, and in the case of the 7-in. ties, 
21 per cent. The greater value of the 
tie plates with the 7-in. ties may be 
ascribed to the fact that 7-in. ties are, 
in general, used under heavier traffic. 
There has been very little activity as 
regards substitute ties during the past 
year. The test installations as a rule 
are being continued, but a few have been 
discontinued. Reports in three installa- 
tions not heretofore included were 
made. Two of these _ installations 
consisted of but a few ties each, 
but the third is a 3,400-ft. section of 
track on the Pere Marquette Railway 
laid with Kimball concrete ties in a 
concrete foundation. The ties laid in 
1901 and 1902 consist of two concrete 
blocks under the rails connected with 
each other by two 3-in. channels and all 
imbedded in the concrete foundation of 
the street and track. The ties supported 
75-lb. rail, which was changed in 1914 
to 90-Ib. rail, at which time about 50 
per cent of the wood blocks were re- 
newed. Records of the various ties now 
under test were brought up to date. 


Committee on Iron and Steel Struc- 
tures—The principal accomplishment of 
this committee during the year was 
the drawing up of general specifications 
for the erection of fixed span steel rail- 
way bridges less than 300 ft. in length, 
and the compilation of specific and de- 
tailed rules for the design and manu- 
facture of movable railway bridges. 
These latter specifications are submitted 
as a conclusion by the committee, which 
believes them to be the best specifica- 
tions for movable bridges now avail- 
able. They are intended to be a guide 


to both the designer and the shop rather .- 


than merely a statement of principles. 

Committee- on Wood Preservation— 
Of the different chemical preservatives 
available the committee stated that 
there is no question about the use of 


creosote oil being preferable. Zine 
chloride in a mixture with creosote oil 
is used with much success in certain 
regions. With present scarcity of creo- 
sote oil, economy demands that some 
other preservative be used. It is im- 
perative, therefore, that the zinc chlo- 
ride treatment be more widely used. To 
its report the committee added the rec- 
ord of the completed tests made by the 
Forest Products Laboratory, Madison, 
Wis. The summaries of these records 
for zinc-chloride-treated ties show that 
the average life for twenty-three test 
sections in Texas was 8.2 years; for ten 
sections in California, 9.9 years; for 
twelve sections in Pittsburgh-Chicago, 
9.1 years; for seven sections in Con- 


‘necticut, 7.1 years; and for six sections 


in Nebraska, 9.2 years. The average 
life of twenty-three test sections of ties 
treated with zinc-creosote in Texas was 
12 years. For creosote treated ties no 
average figure is given, but the life 
ranges between 6.4 years and 20.2 years 
for different roads in various parts of 
the country. 

The outstanding development in the 
preparation of Douglas fir ties for treat- 
ment is the perforating process. The 
machine used for perforating ties was 
described in the ELECTRIC RAILWAY 
JOURNAL for April 30, 1921, page 819. 
The sub-committee has also carried on 
some experimental treatment on thor- 
oughly seasoned Douglas fir ties, both 
perforated and non-perforated. The 
summary of the result obtained brings 
out that the perforated ties, given the 
same treatment as the others, show a 
much higher absorption in volume per- 
centage. Photographs are included in 
the report which show the uniformity 
and depth of penetration that this proc- 
ess allows. Other sub-committees have 
also made extensive studies of Pacific 
Coast marine piling, preservative treat- 
ment to be used on piles and timbers 
on land construction and methods for 
storing lumber and piling for air sea- 
soning preliminary to preservative 
treatment. 


Committee on Wooden Bridges and 
Trestles—The committee has drawn up 
a plan which it recommended as stand- 
ard practice for a light and heavy de- 
sign of open-deck pile trestle. For ap- 
proval it has also prepared a design for 
a heavy and light open-deck frame 
trestle, a multiple-story trestle and a 
ballast deck trestle. Although in last 
year’s progress report a 12-ft. span was 
suggested, after careful consideration 
of the advantages of a 16-ft. span, 
where flood conditions exist and in zones 
where Western fir can be readily se- 
cured, it decided to include both spans. 
After considering carefully the loadings, 
it was decided to keep in harmony with 
those of the steel specifications, which 
are Cooper’s E-60 and a load which shall 
not be in any case lighter than three- 
fourths this amount. For any struc- 
tures designed to carry more than E-60, 
steel and concrete of course should be 
given serious consideration. The ex- 
hibits that go with this report are de- 
tailed drawings of the various types of 
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construction for which it recommends 
standardization. 


Committee on Masonry — Tentative 
specifications for cold-drawn steel wire 
for concrete reinforcement have been 
drawn up by this committee. This 
covers the customary items of manufac- 
ture, physical properties and test, per- 
missible variations in gage, etc. Tables 
prepared by Prof. Duff A. Abrams were 
presented as a part of the report. 
These tables give the proportion and 
quantities of material, using aggregates 
of different make-up, for concrete of 
various strengths and with different de- 
grees of plasticity as measured by the 
slump test. The purpose of these tables 
is to furnish a guide in the selection of 
mixtures to be used in preliminary in- 
vestigation of the strength of concrete 
from given materials, to indicate pro- 
portions which may be expected to pro- 
duce concrete of a given strength under 
average conditions where control tests 
are not made, and to furnish a correct 
basis for comparing the relative quan- 
tities of concretes made from aggre- 
gates of different sizes when the plas- 
ticity and strength of the resulting con- 
eretes are taken into account. 


Committee on Economics of Railway 
Location—On the effect of curvature 
on cost of maintenance of way and 
equipment, the committee has reached 
the conclusion that it is difficult to pre- 
sent information on this subject that 
would be of practical value. Its recom- 
mendation was that the subject be 
dropped. The sub-committee assigned 
to, the subject of railway locomotive 
power is making a study of the various 
processes for predicting tractive efforts 
at various speeds, in the expectation of 
revising where necessary the present 
section on power in the Manual. 


Committee on Shops and Locomotive 
Terminals—Of interest to electric rail- 
way men, perhaps, is the report of the 
sub-committee on passenger repair 
shops. It stated that the shops, yards, 
buildings and machinery should be ar- 
ranged so that the various operations 
follow through in a logical sequence. 
The bad order equipment should pass 
in at one point, progress by various 
steps, without hindrance from conges- 
tion or awkward movement, over a pre- 
determined circuit to the point of re- 
lease, and emerge as a finished product. 
In general repair work a car will enter 
the shop, be unwheeled and stripped, 
after which the car, trucks and trim- 
mings will progress through the shop, 
each over a different route, and will 
finally meet at some point for trimming, 
assembly and release. The committee 
also made some general comments and 
recommendations for the various shop 
subdivisions which go to make up a 
large passenger shop layout. In con- 
nection with this study the committee 
added comments on special features of 
some existing plants which are of con- 
siderable value. 

Committee on Track—Ten plans for 
bolted rail crossings and eighteen plans 
for manganese steel insert crossings 
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were submitted for adoption. Valuable 
work has been done along the line of 
providing specifications for track tools. 
Plans were submitted for a pinch bar, 
lining bar, claw bar, track wrenches, 
adze, rail fork, spike pullers, track gage, 
rail tongs, track chisel, clay pick, spike 
maul, sledge, track level and track 
shovel. 

Two tables were the result of the 
work of the sub-committee on gages 
and flangeways for curved crossings. 
The first one gives the approximate 
rigid wheelbase of locomotives in com- 
bination with the number of pairs of 
flanged drivers that will operate on the 
gage of track with curvature ranging 
from 6 to 33 deg. The purpose of the 
second table is to give the more nearly 
exact gage necessary for a given loco- 
motive on a given curve. The figures 
have been verified by some observations 
and some comparisons with actual prac- 
tice and conditions. 

An investigation on the possibility of 
canting the rail inward revealed the fact 
that the Canadian Pacific Railway has 
used tie plates since 1914 which are in- 
clined to a slope of 1 in 20, and that it 
is securing excellent results in so far 
as the wear on the head of the rail is 
concerned. Reports of continued tests 
on the Pennsylvania System indicate 
slightly more wear on the rail head with 
the inclined plate, and that there was 
practically no difference with regard to 
cut ties as between the inclined plate 
and the standard level plate. Neither 
of these installations had any special 
construction of frogs, switches and turn- 
outs with inclined rail. In view of the 
fact that foreign practice is reverting 
to laying rails in the upright position, 
no definite conclusions were drawn on 
this subject. In regard to the reduction 
of taper of wheel tread the New York 
Central Lines are reported to have 
changed the slope from 1 in 20, which 
is the M.C.B. standard, to 1 in 38, which 
has been found a more favorable con- 
tour. 

Committee on Roadway. — The sub- 
committee on shrinkage and swell of 
grading material found nothing that 
would lead it to change any conclusions 
previously made on this subject. It 
added that it seems to be impossible 
to find any rule for the swell of grading 
material, but it seems that the method 
of handling has considerable to do with 
the result secured. In regard to sliding 
of cuts and fills, the conclusion reached 
was that the primary cause of slides is 
the lack of proper drainage. In the 
construction of a new line where condi- 
tions indicative of future trouble with 
soft spots or slides are encountered, 
special attention to the diversion of the 
springs or streams which are likely to 
cause trouble should be given. 

On investigating the chemical killing 
of weeds, the sub-committee found that 
the chemical mostly used is a mixture 
or compound of arsenic and caustic 
soda, using 8 to 10 per cent of the latter 
by weight and dissolving the solid chem- 
icals in water. The application is made 
on any desired scale from a handcar, 
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single flatcar, or an entire train, all with 
proper equipment. A very convenient 
unit of measurement is 1 gal. of solu- 
tion per foot of width per mile of road- 
bed, which appears to be ordinarily 
within the limits of 5 and 15 gal.; or 
a minimum application of 5 gal. per 
width of 8 ft. will take 40 gal. per mile, 
while a maximum application of 15 gal. 
per foot for 14 ft. width will take 210 
gal. 

Some roads also claim that the weeds 
should be allowed to attain their full 
growth before application, while others 
advocate applying the chemical to the 
growing weeds in order to eliminate 
them from the roadbed during the sum- 
mer season. One road reports that 
after four years application it was de- 
cided to discontinue entirely the use of 
the weed killer and to resort to the 
weed burner, claiming that the weed 
killer did not destroy all the weeds and 
that those that did succumb were dried 
and left to foul the ballast. 

Committee on Economics of Railway 
Operation—It has been found by the 
sub-committee on methods for increas- 
ing the traffic capacity of a railway 
that train operation can be represented 
by a mathematical law. The complete 
development of this law is included in 
the report. Its application to different 
sets of observations make possible a 
comparison of several:months operation 
of a given division on a more equal 
basis. 

By comparisons like this it is felt 
that the result of extreme weather con- 
ditions, greater track facilities, charac- 
teristics of motive power, character of 
commodities, supervisory methods and 
the average time on the road can be 
more accurately determined. An ex- 
hibit added to the report shows how 
closely actual conditions can be fore- 
casted by application of the mathemat- 
ical theory. 

Committee on Rules and Organiza- 
tion —In connection with the use of 
mechanical appliances and tools with 
organization of labor involved, this 
committee has compiled some informa- 
tion on the use of machines and com- 
binations of machines for doing special 
work. These include the methods used 
and cost of spreading ballast with a 
tie scraper and with a snow flanger. 
Also valuable data were given on the use 
of a gravel ballast unloader, pneumatic 
tie tampers, bonding machines, a rail 
handling machine, and ballast cleaning 
machine. 


A.S.M.E. Spring Meeting 
at Atlanta 


HE spring meeting of the American 

Society of Mechanical Engineers 
will be held in Atlanta, Ga., May 8-11. 
Freliminary events will take place at 
Charlottesville, Va., May 6 and 7, in 
co-operation with the A.S.M.E. Virginia 
Section. Immediately following the 
Atlanta meeting observation tours will 
be made to points in the South, includ- 
ing Birmingham, Greenville, S. C., 
Muscle Shoals and Pensacola, Fla. 
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New Englanders Discuss World Problems 


At Annual Meeting of New England Street Railway Club, Men Prominent in 
Publie Life Outline Problems of Reconstruction Period—Reports Showed 
Club as Prosperous—A. E. Potter Elected President 


OUR HUNDRED AND FIFTY 

members and guests of the New 
England Street Railway Club listened 
intently to addresses upon the great 
economic problems of the age in general 
and their local application at the twen- 
ty-second annual banquet of the organi- 
zation, which was held on March 23 
at the Copley Plaza Hotel in Boston. 
The club is in a most flourishing con- 
dition, 117 new members having been 
added during the year, while the cash 
balance reported in the treasury is $3,- 
900. During the usual business meet- 
ing preceding the banquet, A. E. Pot- 
ter, president and general manager 
United Electric Railways, Providence, 
R. I., was elected president of the club 
for 1922-1923. By a rising vote, every 
member pledged his support to the new 
administration. 

Hon. Samuel L. Powers of the board 
of trustees, Boston Elevated Railway, 
officiated as toastmaster after being 
introduced by the retiring president, 
Edward Dana. Hon. Channing H: Cox, 
Governor of Massachusetts, congratu- 
lated the club on its growth and in- 
fluence and urged the membership to 
join as citizens and as a group with 
others in seeking the just interests of 
New England in the matter of trans- 
portation rates and other problems of 
importance to the Northeast. An hon- 
orary member of the club, Governor 
Cox was received with great en- 
thusiasm. 

Service as the motto of the electric 
railway industry, and particularly as 
exemplified locally, was attested by 
Hon. E. Mark Sullivan, corporation 
counsel of the city of Boston. In the 
absence of Mayor Curley, Mr. Sullivan 
welcomed the members to the New 
England capital, paying high tribute to 
the efforts of Chairman James F. Jack- 
son and the other public trustees of the 
Boston Elevated Railway to give the 
Boston metropolitan district a great 
transportation system. The open- 
handed policy of this board in giving 
out figures upon the road’s operations 
and explaining its economic problems, 
said the speaker, is winning the toler- 
ant sympathy and confidence of the 
public. The policy of explaining these 
matters in simple, straightforward 
ways, he declared, will make friends 
of the people. Even under present try- 
ing conditions of rush-hour crowding, 
the good nature of the car-riders is 
evidently in part due to a recognition 
of the efforts of the trustees and their 
associates to provide good service un- 
der conditions frankly placed before the 
public. 

Gen. Guy E. Tripp, chairman of the 
board Westinghouse Electric & Manu- 
facturing Company, New York, re- 
viewed the situation in Europe from the 
reconstruction standpoint, emphasiz- 
ing the need of removing continental 


trade barriers artificially set up, of re- 
ducing the excessive costs of state ad- 
ministration, and of stabilizing the cur- 
rency and balancing governmental bud- 
gets. Until these countries live within 
their incomes, the speaker said, no re- 
duction in their financial obligations to 
the United States should be considered 
seriously. A more extended résumé 
of General Tripp’s address will be pub- 
lished in a later issue of the ELECTRIC 
RAILWAY JOURNAL. 

Hon. John H. Crim, assistant at- 
torney-general of the United States, 
was the last speaker. He made a strong 
plea for active participation by busi- 
ness men in government and condemned 
the tendency toward over-centraliza- 
tion of governmental functions at 
Washington, with its dangers of de- 
veloping a reckless bureaucracy. Al- 
ready federal officials are staggering 
under many burdens of local impor- 
tance to the enforced neglect of nation- 
al affairs. The terrible example of 
Russia, the speaker said, should suffice 
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for the proletariat nearer home. Op- 
timism in the ability of the American 
business man to solve his governmental 
problems was emphatically voiced by 
the speaker. 

Following an invitation by A. Ga- 
boury, Montreal, to the club to attend 
the eighteenth annual convention of the 
Canadian Electric Railway Association, 
June 1-3 at Quebec, the meeting ad- 
journed. 

During the afternoon business ses- 
sion the following officers were elected 
to serve during the coming year: Presi- 
ident—A. E. Potter, Providence, R. I.; 
vice-presidents—Massachusetts, Ralph 
D. Hood, Haverhill; Connecticut, W. J. 
Flickinger, New Haven; New Hamp- 
shire, T. H. Kendrigan, Manchester; 
Vermont, T. B. Jones, Burlington; 
Maine, Fred D. Gordon, Portland; 
Rhode Island, Edward A. Brown, New- 
port; secretary—John W. Belling, Bos- 
ton, Mass.; treasurer—Fred F. Stock- 
well, Cambridge, Mass.; executive com- 
mittee—Edward Dana, Boston; Charles 
H. Wood, Boston; W. W. Field, Cam- 
bridge; F. B. Walker, Boston; George 
H. Martin, Boston; George H. McFee, 
Framingham; L. D. Pellissier, Holyoke. 
Finance committee—A. E. Potter, W. 
C. Bolt, H. B. Potter. 


American Association Executive 
Committee 

HE March meeting of the executive 

committee of the American Associa- 
tion was held at New York headquarters 
on March 24, There were several of the 
usual routine reports of the executive 
secretary and some of the committees, 
including a financial report showing the 
cost of the midyear dinner. This proved 
to be about 60 per cent of the cost of 
the 1921 dinner. 

In his report for the committe on na- 
tional relations, Charles L. Henry said 
that there were three things of present 
interest in this field: The interchange- 
able mileage-book bill, the Bacharach 
bill, and an investigation of power 
brakes by the Interstate Commerce 
Commission. 

As to the mileage-book question the 
committee hopes that it will be pro- 
vided that railways which wish to take 
advantage of the joint mileage book 
may do so. The Bacharach bill is one 
which would provide that no recourse 
may be had by a public utility to any 
federal court in a question of rates until 
all possible steps provided by state law 
have been taken. 

The power brake investigation is one 
which will apparently not affect elec- 
tric railways, but only the question-of 
heavy trains on steep grades. 

Reporting for the publicity commit- 
tee J. N. Shannahan said that its prin- 
cipal activity was in assisting the com- 
mittee on co-operation with manufac- 


turers. 


He reported very favorable re- 
sults on the nation-wide publicity ob- 
tained for the Midyear Meeting. 

With reference to the location of the 
1922 convention, to be held in October, 
the executive committee, after a long 
and careful analysis, approved the re- 


pert of the location committee. This 
recommended that the convention be 
held in Chicago, with exhibits, on the 
Municipal Pier. The recommendation 
of the sub-committee was reached at a 
largely attended meeting held in Chi- 
cago, March 15 and 16, with H. H. 
Adams presiding. The executive com- 
mittee also authorized the appointment 
of a director of exhibits. 

The executive committee passed a 
motion instructing the Engineering As- 
sociation to appoint a committee on the 
eost of highway construction and main- 
tenance. This was done in the belief 
that this is a subject related to bus 
transportation, about which the asso- 
ciation should have information. 

On recommendation of Mr. Palmer 
there was authorized the appointment of 
a committee to confer with a committee 
of the National Safety Council on prob- 
lems of mutual interest. The executive 
committee then adjourned to meet in 
Baltimore, Md., on April 28. 

Those in attendance at the meeting 


“included: President R. I. Todd, J. N. 


Shannahan, C. S. Kimball, L. H. Palmer, 
F. E. Webster, C. L. Henry, L. S. 
Storrs, H. G. Bradlee, W. H. Sawyer, R. 
P. Stevens, J. G. Barry, C. R. Ellicott, 
J. R. Welsh and M. B. Lambert (guest). 


_ News of the Electnc Railways 


FINANCIAL AND CORPORATE 


PERSONAL MENTION 


TRAFFIC AND TRANSPORTATION 


City Wins New Orleans Case 


Court Blocks Attempt by City to Con- 
clude Negotiations Looking Toward 
Settlement of Railway Dispute 


The State Supreme Court of Louisiana 
on March 20 handed down an opin- 
ion dismissing the suit for an in- 
junction sought by the state to prevent 
the Municipal Council of New Orleans 
from making an agreement with the 
New Orleans Railway & Light Com- 
pany permitting the collection of a 
higher rate of fare than 5 cents. This 
is the rate fixed in the original fran- 
chises held by the company. 

The judgment of the court was unan- 
imous. The court held that the At- 
torney General on behalf of the State 
had no cause or right of action and 
for this reason the State Supreme Court 
affirmed the previous judgment dis- 
missing the suit. 

In reviewing the case Justice O’Neil 
says the question presented is whether 
or not the authority to fix the fare in 
New Orleans is vested in the Municipal 
Council or in the Louisiana Public Serv- 
ice Commission. The authority of the 
commission, created in 1921 with the 
power of supervision, regulation and 
control over local public utilities, 
powers which its predecessor, the Rail- 
road Commission, did. not enjoy, is 
qualified by the expression in the law, 
“except as herein otherwise provided.” 
And Section 7 of the same article de- 
clares that “the powers of supervision, 
regulation and control over any street 
railway, or other public utility now 
vested in any town, city or parish gov- 
ernment” shall not be vested in or 
exercised by the Public Service Com- 
mission unless or until a majority of 
the qualified electors . . shall vote 
to surrender such power.” 

No such election has been held in 
New Orleans. Justice O’Neil declares 
further that it is not pretended that 
the Legislature has deprived the mu- 
nicipal government of its rate-making 
authority over street railways or other 
local public utilities, since the railway 
franchises, which were the subject of 
the litigation, were originally granted 
by the Municipal Council. 

The State of Louisiana has fifteen 
days within which to ask for a re- 
hearing, but it is not likely that At- 
torney General Coco will take this step 
in view of the unanimity of the opinion 
of the state court of last resort. This 
decision practically settles the suit of 
the State in the United States Supreme 
Court, since the cause of action for the 
forfeiture of the franchise has been 
settled by the decision of March 20 by 
the State Supreme Court. It is ex- 
pected the decision in the case pending 
in the United States Court of Appeals, 
on appeal from the district federal 


court, where a ruling was rendered 
favorable to the railway, will follow 
along the lines of the opinion in the 
State Supreme Court. 

Commissioner Paul H. Maloney, of 
the Department of Public Utilities, has 
wired G. M. Dahl, of the Chase Na- 
tional Bank, New York, to return to 
New Orleans. The idea now is to re- 
sume the negotiations which were 
abruptly broken off last August when 
the restraining order was issued by 
Judge Provosty of the State Supreme 
Court. At that time the negotiations 
with the Commission Council and the 
security holders had resulted in an 
agreement for the reorganization and 
refinancing of the company. This 
agreement provided for a 7-cent fare 
and gas at $1.30 per 1,000 cu-ft. 

The suit instituted by the junior. se- 
curity holders in the federal court, by 
which body the receiver was appointed 
and is now exercising authority, ‘will 
have to be dismissed. Among the steps 
to be taken in connection with this 
phase of the matter will be the sale of 
the property under foreclosure and the 
discharge of the receiver. : 

Announcement was made by Receiver 
O’Keefe, who has just recently re- 
turned from New York, that arrange- 
ments ,have been made with represen- 
tatives of the security holders to ex- 
tend more than $1,000,000 of certifi- 
cates which fall due in April and to 
place an additional $1,000,000 of certifi- 
cates to pay for improvements already 
under way. 

It is expected that it will take all 
of six months more to effect all these 
arrangements. 


Looks Into Future—Sees Public 
Ownership of Trolleys 


Public ownership of electric railways 
is inevitable. This was the judgment 
delivered by Peter Witt in a talk made 
recently before the Get-Together Club 
in the Hotel Bond, Hartford, Conn. 
Municipal ownership had come in San 
Francisco and in Seattle, was at hand 
in Detroit, and was due in Cleveland, in 
a future not far distant, he said. The 
transportation of the future was to 
stick to steel wheels. 

Harrison B. Freeman, receiver of the 
Hartford & Springfield Street Railway, 
was toastmaster. He said that an elec- 
tric railway must have the good will 
of the public and the co-operation of 
the public officials. Mr. Witt sees the 
day ahead when the electric railway 
will be free to taxpayers in the sense 
that the public will own the trolleys 
just the same as it owns the highways. 

Lucius S. Storrs, president of the 
Connecticut Company, said that a 
transportation utility was a semi-pub- 
lic enterprise run by a private corpor- 
ation charged with a public function. 


New York Legislative Session 
Disappointing in Some 
Respects - 


The Legislature of New York ad- 
journed on March 17. The session of 
1922 was one of the shortest on record. 
Backed by a heavy Republican majority 
in both houses, Governor Miller’s en- 
tire program as outlined in his message 
to the Legislature was written into law. 

Measures involving public utilities 
were killed during the last minute rush. 
Among these measures were bills out- 
lawing one-man cars, repealing the full 
crew law and relieving traction com- 
panies from paving charges. The New 
York city fare bill is referred to else- 
where in this issue. 

Governor Miller’s water power de- 
velopment program was approved. The 
first law provides for private develop- 
ment of the State’s water power re- 
sources under supervision and control 
of the Water Power Commission and 
the Public Service Commission. The 
second law provides for State develop- 
ment or surplus canal waters, the initial 
development to be at Crescent Dam 
and Vusichers Ferry, near Schenectady. 

The Port Authority program favored 
by Governor Miller and Alfred E. Smith, 
former Governor, was adopted for New 
York City over the protests of the 
Hylan administration. 

Some of the measures passed by the 
Legislature and now in the hands of 
the Governor as thirty-day bills follow: 


The Gibbs bill (Senate Print No. 804): 
Adding new section 67 transportation cor- 
porations law by permitting construction 
of electric lines over Indian reservations. 
The construction contemplated is in Erie 
County. 

The Lowman bill (Senate Print No. 378): 
Amending Section 93 railroad law provid- 
ing new provisions for maintenance of 
bridges over railroads. 

The Dick bill (Senate Print No. 904): 
Adding new subdivisions 9, 10 and 11 Sec- 
tion 49 public service commissions’ law, 
defining service-at-cost contract, authoriz- 
ing municipal corporations of less than 
1,000,000 inhabitants and street surface 
railroads to enter into such contracts, and 
providing that a domestic railroad corpora- 
lic service commission. 

The Kavanaugh bill (Senate Print No. 
741): Adding new section 160 railroad law, 
providing that a domestic railroad corpora- 
tion, other than a street railroad owning 
at least three-fourths of capital stock of 
another domestic railroad other than a 
street railroad, may acquire minority stock 
of such other railroad on an appraised 
valuation in aid of merger. 

The Jesse bill (Senate Print No. 1659): 
Amending Section 183 railroad law, by 
permitting a street surface railroad to op- 
erate in any city by underground electric 
power to use tracks of other street surface 
railroads for not exceeding 2,500 ft. under 
certain conditions. 


All of the special bills requiring cer- 
tain street surface railroads which 
formerly operated between New York 
and Brooklyn to restore service failed 
of passage, although one or two of 
them passed the Assembly. 

The Duell bill providing industrial 
courts for the settlement of disputes 
between capital and labor was killed. 


Columbia Situation 
Clearing Up 


Company Has Police Protection and 
Operates Under Railroad Commis- 
sion’s Orders 


Events in the labor situation in 
Columbia, S. C., have moved rapidly 
during the past week. It will be re- 
membered that ear service stopped on 
Feb. 15, when the employees went out 
on strike because the company would 
not agree to refer all discharges of em- 
ployees to arbitration. At the time last 
week's issue of this paper went to press, 
the Legislature had adjourned after in- 
creasing the Board of Railroad Com- 
missioners from three to seven mem- 
bers, but the company was prevented 
from hiring new men to operate its 
cars because of an existing city 
ordinance. 

This ordinance, which was passed in 
1917, forbade the employment of any 
motorman or conductor on a street car 
within the city unless he had received 
instructions on the cars in Columbia 
for the fifteen days immediately pre- 
ceding the time of assuming his duties, 
the instruction to have been given by a 
motorman or conductor who had been 
actively employed in such capacity in 
Columbia for the six months imme- 
diately preceding. 


RAILROAD COMMISSION ACTS 


Promptly last week after its appoint- 
ment the new Railroad Commission, con- 
sisting of seven members, organized and 
ordered “The Columbia Railway, Gas & 
Electric Company to resume its street 
car service as soon and in such a man- 
ner and to such extent as it may be 
able, exercising due care and caution 
to employ .such motormen and con- 
ductors as may be qualified and capable 
of operating its cars, and failing so to 
do, that it show cause why it has not 
done so or why it should not be per- 
emptorily ordered to do so before this 
commission.” 

This order was issued under the au- 
thority granted under section 6 of the 
new railroad law which provided: 

“The Railroad Commission is hereby 
vested with power and jurisdiction to 
supervise and regulate the rates and 
service of every public utility in this 
state and to fix such just and reason- 
able standards, classifications, regula- 
tions, practices and measurements of 
service to be furnished, imposed or ob- 
served and followed by every public 
utility in this state.” 


COMPANY OPERATES CARS 


The company, therefore, on Monday 
morning, March 20, having recruited 
some new men, started operation. Up 
to 3 p.m. there was little disturbance, 
but by that time strike sympathizers 
gathered and began to make raids on 
a number of cars. As a result two oper- 
ators and one passenger were injured 
so severely that they had to be taken 
to the hospital. The police arrested 
three strikers, members of the union, 
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and one strike-sympathizer for these 
disturbances. Late in the afternoon of 
Monday the cars were withdrawn until 
Tuesday morning and an appeal was 
made to the Governor for protection. 
The Governor said that he would do 
this, “even though the entire law en- 
forcement force of this state, including 
the National Guard, be necessary to 
guarantee this protection - . The 
company has a lawful right to operate 
its cars in peace and security, all the 
more so since this operation is being 
undertaken at the order of the State 
Railroad Commission.” 


City AcTs To STOP VIOLENCE 


On March 20, the day that car oper- 
ation was begun, a body of the strikers 
appeared before the Council to ask that 
the ordinance of 1917 be enforced. They 
were rather taken back, however, when 
the city attorney, C. S. Monteith, de- 
clared that the State legislation increas- 
ing the powers of the Railroad Commis- 
sion and the order of that commission 
had nullified and superseded the city 
ordinance which specified the qualifica- 
tions of motorman and conductors, that 
the matter was now entirely in the 
hands of the commission, and that it 
was the duty of the city to afford police 
protection so that the company could 
resume its service. 

After a consultation between the 
Mayor and chief of police on March 20 
in regard to the best method of pro- 
tecting of the cars, it was decided that 
each car would be convoyed by six 
police, five riding in an automobile be- 
hind the car, while a sixth followed on 
a motorcycle. On arrival at the city 
limits the protection is taken by rural 
policemen and sheriff deputies, convoy- 
ing the car in the same way. The 
Mayor authorized the Police Depart- 
ment to engage any number of special 
policemen necessary to keep order. The 
Mayor said: 

“Columbia police must protect the 
citizens and their property, and if we 
cannot do our duty we should step 
out and let others in who will.” 

On March 21 the board of directors 
of the Columbia Chamber of Commerce 
in open meeting passed a series of reso- 
lutions which, while expressing no opin- 
ion on the merits of the controversy, 
condemned the attacks on cars that had 
taken place, indorsed the steps taken by 
the city and county officials to prevent 
their recurrence and called upon the 
members of the union and their sym- 
pathizers to refrain from acts of vio- 
lence. 

The operation of the cars was con- 
ducted for seven hours on March 21 
without any recurrence of violence. The 
police guard arranged for protection 
proved effective. 

The four rioters who were arrested 
on March 20 were arraigned on charges 
of assault and battery with attempt to 
kill and were bound over for trial under 
bail bonds of from $1,000 to $3,000. 
Three more arrests were made for the 
disturbances on the previous day. It 
also developed that two of the cars 
attacked on March 20 were carrying 
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United States mail, which the company 
had contracted to deliver and that the 
Federal authorities had asked for in- 
formation from the company as to the 
attacks on these cars. 

On the afternoon of March 21, F. H. 
Knox, president of the company, is- 
sued a short--statement expressing 
thanks to the state, county and city 
officers for the protection given to its 
patrons, employees and property. At 
a meeting of the union held on the 
evening of March 20, while no official 
action condemning the use of force was 
taken, the speakers, according to the 
president of the union, urged the men 
to refrain from attacks upon the cars. 


Development Depends on 
Public Attitude 


The best bet for the development of 
water power in Georgia is a favorable 
public attitude, from which will result 
private enterprise, according to Preston 
S. Arkwright, president of the Georgia 
Railway & Power Company. President 
Arkwright addressed members of the 
Rotary Club of Rome recently on the 
subject of water power development. 

In spite of apparent opposition, what 
business men really want, said Mr. 
Arkwright, is the development of water 
powers and their use electrically. The 
company wants the water powers de- 
veloped too, said Mr. Arkwright, and 
for this has fought constantly during 
its ten years’ existence against a public 
opinion unfavorable to such projects. 
He asked the men to take an unpre- 
judiced attitude. 

Whoever can carry on the work most 
capably should do so, stated Mr. Ark- 
wright, whether it be the Georgia Rail- 
way & Power Company or some other 
concern. 


Boston Paper Talks 
About Trolleys 


The Boston Traveler commenced on 
March 22 the publication of a series 
of seven articles on the trolley situa- 
tion in Boston. It is in the form of 
questions and answers and began with 
the statement that there had been so 
much discussion on the subject of a 
5-cent fare that the paper decided to 
get the entire story. When it began its 
investigation it was amazed to find that 
specific information could be got only 
from the public trustees and manage- 
ment of the elevated. Others con- 
tented themselves with the statement 
that there ought to be 5-cent fares, but 
when pressed for details became very 
hazy. 

The paper declares it could not find, 
among the responsible and well-in- 
formed critics of the present public 
control law, any who would offer a 
definite substitute or definite plan for 
5-cent operation. This applied even to 
the Mayor, who says that the fare 
should be a nickel, but has offered no 
remedy beyond a call for legislative 
action and saying that he thinks the 
situation a problem “for the best legal 
minds in the community.” 
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STEPS TO ELEVATED WRECKED 


Fire Ties Up Chicago “L” 


Platform and Ties Destroyed Following 
Collapse of Building in $8,000,000 
Fire Which Wiped Out a Block 


Service on the Metropolitan-West 
Side Elevated Railroad, Chicago, was 
seriously crippled on March 15 by an 
$8,000,600 fire which wiped out the 
block of buildings surrounded by Jack- 
son Boulevard, Van Buren, Canal and 
Clinton Streets. The Canal Street sta- 
tion of the elevated, which is located in 
the center of the block, was demolished 
and the platforms and ties set on fire 
by the collapse of an adjacent building. 

The steel elevated structure and the 
canopy and platform on the north side 
suffered the most severe damage, be- 
cause they received the full blast of 
the fire from the immediately adjacent 
burning buildings. The rails of the 
two north tracks were warped and the 
ties burned out so that the track was 
impassable. The intense and continued 
heat on that side caused several girders 
to sag, and in all about ten will have 
to be replaced as well as about 2,000 


ties. The total damage to the “L” is 
estimated at between $75,000 and 
$80,000. 


From 1 a.m., when the fire started, 
until 5 p.m. the same day trains of the 
Garfield Park, Douglas Park, Logan 
Square and Humboldt Park elevated 
lines and the Aurora, Elgin & Chicago 
Railroad were unable to come further 
toward the Loop than Halsted Street. 
However, passengers were brought to 
the Loop by routing all Metropolitan 
trains north from the Marshfield Ave. 
Junction to the Lake Street crossing 


with the Oak Park Elevated, to which 
passengers were transferred and carried 
to the Loop on special trains. At 5 
p.m. the two south tracks were repaired 
and direct loop service was restored. 
At present the Clinton Street or west 
end of the station has been arranged 
for temporary use with a runway from 
the street. Practically normal service 
is now being operated over three tracks. 


STATION PLATFORM BADLY DAMAGED 


While the firemen were still pouring 
water into the ruins three or four 
hundred men were at work replacing 
the charred ties and warped rails on 
the two south tracks. These, as was 
mentioned before, were made safe for 
travel at 5 o’clock the same day. 

Will Consider New Wage Scale.—On 
April 1 the matter of a new wage scale 


CHARRED TIES AND STRINGERS ON CHICAGO ELEVATED STRUCTURE 


It will probably be impossible to place 
the fourth one in commission until the 
new steel girders are received and in- 
stalled. Orders for this steel were 
placed by the engineers of the elevated 
road at 8 o’clock the morning of the fire. 

The accompanying views give some 
idea of the extent of the damage and 
the measures taken to restore service. 


for trainmen of the Seattle & Rainier 
Valley Railway, Seattle, Wash., will 
come up for settlement. The company 
has announced that on that date it de- 
sires to put into effect a maximum wage 
scale of 58 cents an hour, to replace the 
present maximum of 62 cents, which was 
adopted several months ago to serve as 
a temporary adjustment. 


STrRuCTURE CAUSED TO SAG BY INTENSE HEAT 


WRECKAGE UNDER THE 


ELEVATED STRUCTURE 
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Pittsburgh Traction Plans 
Explained 


President Thompson Addressing Cham- 
ber of Commerce Outlines Changes 
to Result from Reorganization. 


In an address before the Pittsburgh 
Chamber of Commerce during the week 
ended March 11 A. W. Thompson, 
president of the Philadelphia Company, 
speaking on “Problems of the Pitts- 
burgh Railways,’’ assured members 
that the many traction lines in Pitts- 
burgh will become one property even- 
tually, through the new reorganization 
bond plan. One of the next big steps 
to be taken is the sale of $5,000,000 
of bonds in the Pittsburgh district. 

He said a public utility must enjoy 
the good-will of the public, for a banker 
and investor will not continue to invest 
or loan money to a company with which 
the community is unfair and upon 
which unjust burdens are placed. He 
said people willingly paid an increase 
in a few years from 5 cents for seats 
in “movies” to 10, 20, 30 and even 40 
cents, and stood for a 40 per cent 
increase in steam railroad fares. 

According to Mr. Thompson one of 
the big questions in the rehabilitation 
problem of the local railway was how 
to take care of various securities com- 
ing due, failure to meet any issue at 
maturity generally meaning foreclo- 
sure. It is proposed to provide for 
retiring these issues as they come due 
with a new class of bonds covering 
one property for the purpose of ex- 
change with the old bonds. These new 
bonds are to be issued under a mort- 
gage covering all the properties, which 
comprise more than 100 separate 
companies. As these various issues 
are exchanged for the new bonds the 
traction lines will become one property 
eventually. 

Mr. Thompson said that for more 
than ten years active discussion of the 
railway subject has been before the 
Chamber of Commerce, mostly because 
of inadequate service. During this 
period $750,000 had been expended in 
making reports, investigations and a 
valuation. Nineteen separate reports 
were made during this period, with the 
final result of receivership, four years 
ago. Inadequate service still prevailed. 
Because of the lack of co-operation 
between the management of the rail- 
ways and the people of Pittsburgh, 
brought about through an absence of 
understanding of the difficulties, these 
difficulties gradually increased until 
the railways lost credit and were unable 
to finance improvements, In continuing 
Mr. Thompson said: 


A live, modern public utility is one of 
the best assets of any community. A 
broken-down public utility, without funds 
to provide modern equipment and facili- 
ties, and without any means of financing, 
is a liability to any community. 

You know as well as I do that the pros- 
perity of any community depends in a large 
measure upon its transportation facilities 
The prosperity of any community is, there- 
fore, bound up with the ability of the 
street railways to render adequate service. 

A proposition was made to the Mayor 
and City Council to join in a conference 
to see if something could not be suggested 
and started with a view to giving Pitts- 


burgh the same type of service that the city 
was receiving from other public utilities 
which serve the community. 

A contract was rounded out which had 
the semblance of being practical and could 
be put into effect. It soon was found that 
the most difficult problem was the question 
of credit; that without new capital for 
purposes of buying equipment and making 
improvements, as well as for general re- 
habilitation of the lines, a success of the 
transportation system was impossible. 

The contract was changed somewhat, the 
results of which are shown in the ap- 
proval of the contract by the Public Serv- 
ice Commission. I think the Mayor and 
the Council, with others of the present 
city administration are in earnest in mak- 
ing the new transportation company a suc- 


cess. 
Some events in the affairs of the city 


stand out like milestones along a highway. 
This agreement seems to be one of those 
milestones. From every point of view it 
seems to be democratic, fair, reasonable, 
and, above all, hopeful for the future inter- 
city transportation, as it aims to promote 
progress; it strives to lighten the burdens 
of the car rider; gives. a square deal to 
the security holders, many of whom are 
Pittsburghers, as well as provides for thor- 
ough co-operation between the municipal 
officers and the railway officers. ; 

The spirit of the Pittsburgh Railways 
agreement is the important thing. Words 
often fail to express the underlying inten- 
tion. Difficulties may arise in the inter- 
pretation of the agreement, but if the 
people of Pittsburgh and the railways man- 
agement always will remember that it 
was entered into in a spirit of co-opera- 
tion and good will, and always strive to 
keep that spirit alive, all difficulties will 
be surmounted. 

Here Mr. Thompson said that the 
financing of $5,000,000 for extensions 
and improvements was the one step 
that ‘remained in the closing of the 
contract with the city. It was abso- 
lutely necessary to secure this amount 
to make a success of the transportation 
system. It was proposed that this 
amount of bonds should be sold in the 
Pittsburgh community, and that the 
backing of the Chamber of Commerce, 
together with the backing of the vari- 
ous boards of trade, civic bodies. 
municipalities and° others, be secured 
in order to effect a proper distribution 
of the bonds. 

Mr. Thompson said that with the 
new franchise contract in force, many 
banks have stated their willingness to 
advise their patrons of the soundness 
of the bonds which it is proposed to 
issue. The securities to be offered will 
be in denominations from $50 to $1,000. 


Important Questions Referred to 
Supreme Court 


A number of questions affecting 
vitally utility valuations may be con- 
sidered by the Supreme Court of the 
United States in the case of Georgia 
Railway & Power Company, Atlanta 
Gas Light Company, appellants, vs. 
Railroad Commission of Georgia, et al., 
appellees. A speedy hearing on this 
ease has been urged by both parties. 

The case mentioned is pending on 
appeal from the special tribunal of 
three judges from the Northern District 
of Georgia, being a suit in equity to- 
restrain the Railroad Commission of 
Georgia from putting into effect an 
erder reducing the rates for gas. 

The questions involved in said appeal 
are as follows: 


(a) Whether the State Railroad Commis- 
sion, in fixing the present value of property, 
has the right to disregard the advance in 
value since 1914. _ 

(b) Whether it is the duty of the State 


Railroad Commission, in fixing the valué 
of the property of public service corpora- 
tions, to consider the value of the special 
franchises thereof. : , 

(c) Whether the normal federal income 
tax should be included as part of the 
operating expenses of public service corpo- 
rations. 


(d) Whether the original cost of financ- 
ing should be considered by public service 
commissions in fixing the value of the prop- 
erty of public service corporations. 

The appeal to the Supreme Court, 
in which both sides join, declares that 
the matters involved are of great public 
interest, in that these same questions 
occur in a very large per cent of the 
eases before public service commissions, 
and the determination of these ques- 
tions is of pressing importance not only 
to the public service corporations, but 
to the State as well. Again the inferior 
Federal Courts are not in accord in 
their answers to the questions involved. 
Finally, the appeal says, the Railroad 
Commission of Georgia has now pend- 
ing before it a number of cases in 
which these question are involved and 
it is of vital importance to this State 
tribunal that they should be speedily 
settled. 

The assignments of error on which 
the company based its appeal were re- 
ferred to in the ELEcTRic RAILWAY 
JOURNAL for March 4, page 380. 


Strong Opposition Voiced to 
Maintenance by Taxation 


The proposed plan of Councilman 
C. J. Erickson, which is to be presented 
to the voters at the coming city election, 
and which provides for the - main- 
tenance of the Seattle Municipal Rail- 
ways by taxation, is meeting with wide- 
spread opposition among business men 
and taxpayers in the city. A body re- 
cently formed, known as the League 
Opposed to Maintaining Public Utili- 
ties by General Taxation, has opened 
offices at 303 Securities Building and is 
conducting an educational campaign 
against the movement. The campaign 
has been indorsed by the board of trus- 
tees of the Seattle Chamber of Com- 
merce. The league has issued a state- 
ment calling attention to the fact that 
during 1922 it will cost approximately 
$5,100,000 to maintain and operate the | 
municipal railway lines. 

Erickson claims that under his plan, 
which is guaranteed to reduce the fares 
to approximately 3 cents, there will be 
an increase in travel of at least 20 per 
cent, which, it is stated, means an in- 
crease of not less than 10 per cent in 
the operating cost. This means, ac- 
cording to the league, that under the 
Erickson ,system it will cost not less 
than $5,610,000 to operate the lines in 
1923. Even at the present cost, it is 
estimated that 21 mills will be added to 
the present total tax rate of 63 mills, 
making a minimum total tax in 1923 
of 84 mills, and possibly more. 

The league also estimates that if the 
Erickson plan is favorably voted at 


‘the city election it will mean the in- 


definite suspension of projected im- 
provements totalling more than $10,- 
000,000 and will cut building operations 


50 per cent. 
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Men Plan Wage Agreement 
at Schenectady 


Delegates representing the employees 
of the electric railway companies of 
Schenectady, Rochester, Utica and 
Syracuse ended a two days’ session at 
Schenectady on March 21 by completing 
the drafting of a blanket agreement 
governing wage scales and working 
conditions in the four cities. The ten- 
tative draft will be presented to em- 
ployees in the several cities for amend- 
ment or ratification on the following 
dates: March 23, Utica; March 24 and 
25, Rochester; March 27, Syracuse; 
March 28, Schenectady. 

The board drafting the agreement 
will meet on March 30 at Syracuse to 
perfect the final draft by incorporating 
amendments which may be decided 
upon by the several locals. The 
amended agreement will be presented to 
the several traction companies April 1, 
and if accepted by the companies will 
be effective May 1, for a year. Officials 
attending the conference refused to 
make public the details of the agree- 
ment, but it is learned that it calls for 
the continuance of the present wage 
scale in each of the cities, 50 cents an 
hour in Schenectady and 52% cents in 
the other cities. It is also stipulated 
that a higher wage must be paid the 
operator of one-man trolley cars. This 
type of cars is operated in Schenectady, 
Utica and Syracuse. No draft of 
changes in regard to working condi- 
tions was made, it is said. 


Accident Bonus Starts for 
Georgia Railway 


A bonus accident plan, whereby each 
trainman of the Georgia Railway & 
Power Company, Atlanta, will receive 
$3 for each month in which no avoid- 
able accident is charged against him, 
has been announced by F. L. Butler, 
general operating manager. The bonus, 
which is open to all trainmen, regular 
or extras, who work at least twenty- 
five days of the month is payable 
quarterly. 

The company has classed all accidents 
as “A,” “B” or “C.” “A” accidents are 
those for which the trainman is not 
to blame, Class “B” accidents are those 
which could have been prevented by 
extraordinary care. The motorman 
must make allowance for possible care- 
lessness of the other person and try 
thus to prevent the accident. This class 
of accident will not call for discipline, 
but will prevent the trainman from 
getting his bonus. Class “C” accidents 
include those for which the trainman 
was responsible. A “C’ accident 
against a man will automatically pre- 
vent him from getting his bonus, and 
will carry with it demerits, suspension 
or dismissal. 

The plan goes into effect April 1. In 
the booklet which introduces the plan 
to the trainmen certain types of “B” 
and “C” accidents are specifically men- 
tioned. Some of these are collisions 
between cars, collisions at steam rail- 
way crossings, collisions with automo- 


biles and other vehicles, collisions with 
pedestrians, motorcycles and bicycles, 
collisions with animals, horses, cows, 
mules etc., and derailments. They are 
in almost every circumstance to be held 
against the trainmen. The closed type 
of car practically eliminates accidents 
to persons boarding moving cars, or 
alighting from them. The trainman is 
held responsible to see that passengers 
do not board or alight from an open 
car while it is in motion. Accidents to 
persons, boarding cars at rest or alight- 
ing from cars at rest are generally 
classed as “A” accidents, if the train- 
man shows that the car was at rest, 
and that he did not try to operate the 
door while passenger was boarding. 


Bankers Indorse Certificates 
for Subway Construction 


New impetus was given on March 
16 to the proposal for municipal own- 
ership of the surface and elevated rail- 
ways of Chicago. .On that date the 
report was presented from a commit- 
tee of bankers on the “public utility 
certificates” proposed to be issued un- 
der the plan of Alderman Schwartz. 
This plan has been mentioned several 
times in the ELEcTRIC RAILWAY JOUR- 
NAL. The companies had practically 
agreed to the proposition if a purchase 
price could be fixed and if the certifi- 
cates were found to be salable. The 
bankers gave their indorsement, sub- 
ject to court approval, to the certifi- 
cates. They thought the certificates 
would be not only marketable but “at- 
tractive.” 

It is expected that negotiations with 
the companies will be resumed and if 
an agreement on other features of the 
plan is reached a court test will be 
made of the certificates. The opinion 
of the bankers stirred up considerable 
discussion because the faction led by 
Mayor Thompson has been contending 
that nothing can be done without legis- 
lation and that the only solution lies 
in the formation of a “local transporta- 
tion district” with authority to impose 
and collect taxes for purchase of the 
properties. p 

Meanwhile the committee of engi- 
neers is working on plans for a sub- 
way system. It has been decided that 
this matter would have to be submit- 
ted to a referendum next June. The 
details of routes, ete., will be worked 
cut during the next six months. 


Pacific Railway Club Elects 
Officers 


At the annual meeting of the Pa- 
cific Railway Club held in San Francis- 
co, Cal., on March 11, the following of- 
ficers were elected for a period of one 
year: President, F. S. Foote, professor 
of railway engineering, University of 
California; vice-presidents, J. N. Clark, 
chief of the Fuel Bureau of the South- 
ern Pacific Railroad, and J. M. Yount, 
master mechanic of the Market Street 
Railway, San Francisco; treasurer, R. 
G. Harmon, chief clerk of the Western 
Pacific and Denver & Rio Grande road. 


Differences to Be Settled —Confer- 
ences are taking place between repre- 
sentatives of the employees of the 
Scranton (Pa.) Railway and officials of 
the company over the matter of wages. 
The men have demanded approximately 
a 10 per cent increase. 


Electric Cars to Carry Mail.—The 
postoffice department appropriation bill 
reported to the United States Senate 
by its appropriations committee pro- 
vides $700,000 for the inland trans- 
portation of mails by electric and 
cable cars. 


Mr. Bemis Retained by Syracuse.— 
Announcement was made on March 11 
by Mayor John H. Walrath and Frank 
J. Cregg, corporation counsel of Syra- 
cuse, N. Y., that Edward W. Bemis, 
Chicago, would be retained to aid the 
city in seeking to require the New York 
State Railways to reduce its fare from 8 
cents and to discontinue use of one-man 
cars. The city will begin the presenta- 
tion of evidence against the one-man car 
and for a reduction in fare on March 
31 in Syracuse, the Public Service Com- 
mission having transferred trial of both 
cases from Albany to Syracuse in order 
to accommodate the city’s witnesses. 


Wants Wage Dispute Settled—The 
London (Ont.) Street Railway em- 
ployees’ union has applied for a board 
of conciliation to settle a wage dispute 
under federal labor laws. The com- 
pany enforced a wage reduction of 3 
cents an hour on March 1. The men 
also formally lodged a protest with the 
department of labor against the action 
of the company, the claim being that 
the company should have itself ap- 
plied for a conciliation board or awaited 
action by the men. The Ontario Rail- 
way and Municipal Board was pre- 
viously asked by the men to restrain 
the company but that body ruled that 
it has no jurisdiction in wage disputes. 


Mr. Beeler Retained in Richmond.— 
The members of the committee on 
streets of the Council of Richmond, Va., 
has recommended the retention of John 
A. Beeler, New York, as consultant in 
connection with its investigation of the 
local railway situation. The Council 
originally appropriated $10,000 for an 
investigation. It then asked for bids 
from engineers. When the matter came 
up for discussion before the committee 
on streets of the Council there were 
many replies to the appeal of the Coun- 
cil. After the matter had been dis- 
cussed it was found that the scope of 
the investigation as planned originally 
was too narrow to secure what was 
really desired, and the whole matter was 
considered again. In consequence it was 
decided by the committee that the sum 
of $25,000 should be set aside to secure 
the study which is now deemed essential. 
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$9.19 a Share on Common 


Public Service of New Jersey Presents 
Very Encouraging Report—President 
McCarter Optimistic 


The annual report of the Public 
Service Corporation of New Jersey and 
subsidiary companies shows net income, 
after charges and taxes, amounting to 
$3,594,629. This is equivalent, after 
deduction of preferred dividends, to 
$9.19 a share earned on the $30,000,000 
common stock, and compares with net 
income of $2,218,408, or $5.12 a share, 
earned in 1920. Details of the report 
are shown in the following table: 


1921 1920 
Operating revenue... .. -. $75,311,507 $72,318,087 
Other ineome....... ; 2,097,315 2.378,407 
Total income........ $77,408,822 $74,696,494 
Operating expenses... _- - 51,769,627 52,638,939 
Amortization charges... .. 4,893,956 3,237,529 
Net after taxes... ..... $20,745,237 $18,820,026 
Subsidiary companies’ 
fixed charges..... A 12,856,151 12,324.889 
i Ee Beg Se s fixed = 
charges........ eae 4,294,458 4,276,729 
Net income. $3,594,628 $2,218,408 
*Preferred dividends. . 835,739 681,757 
Common dividends. 1,200,000 1,199,984 
Balances. . 5 $1,558,890 $336,667 
Miscellaneous debit. - : 107,986 718,658 
Su: plus "1 $1,450,904 $355,325 
*Exclusive of that owned by Pubtic Service Electric 
Company. tCredit. 


In his remarks to the stockholders 
Thomas N. McCarter, president, says: 


The company came through the year in a 
very satisfactory condition. Special atten- 
tion is called to the amount of $4,893,956, 
which is plowed back into the properties 
of the company through the amount set up 
for amortization charges. In_ addition 
thereto, a very considerable amount was 
carried to profit and loss account, over 
and above the sum disbursed for dividends. 

The future is full of promise. If the 
company is allowed to proceed in its great 
work of developing the State along the lines 
of its activities, without undue interference 
occasioned either by political agitation or 
unfair and ill-advised regulations, it be- 
lieves it can perform a most useful service 
to the people of the State and yield to its 
security holders a reasonable return upon 
their existing and future investments. 


Mr. McCarter says that the basic 
problem of wasteful jitney competition 
still remains unsettled in New Jersey, 
although nearly everywhere else it has 
been solved at least to the extent of 
the removal of useless competitive serv- 
ice upon the same streets. Although 
the financial condition of the railway 
company is already much improved and 
this improvement is expected to con- 
tinue, it cannot function at its highest 
efficiency at a minimum fare so long 
as this destructive competition remains. 

The plan put into effect during the 
year for selling the preferred stock to 
customers on the installment plan has 
been favorably received. The company 
intends to continue this method of 
distributing its securities. There has 
been sold at par an issue, chiefly in this 
way, of $1,666,600 of 8 per cent cumu- 
lative preferred stock. In addition 
$1,198,600 of the issue has been sold on 


the instalment plan and partially paid 
or. 

The directors of the corporation on 
March 21 increased the annual dividend 
rate from $4 to $6 by the declaration 
of a quarterly dividend of 13 per cent 
on the common stock, payable March 
31 to stock of record March 29. The 
$4 rate has been paid since March, 1920. 


Philadelphia Directors Organize 


The present agreement of the Phila- 
delphia (Pa.) Rapid Transit Company 
with Thomas E. Mitten has been re- 
newed with compensation unchanged. 
He was also elected president and 
chairman of the board. 

The by-laws of the company remain 
unchanged and an executive committee 
of five members has been elected by 
the board, with T. E. Mitten as chair- 
man, the other members being W. C. 
Dunbar, who is also vice-president of 
finance and accounting; G. A. Richard- 
son, also vice-president in charge of 
operation; H. G. Tulley, who represents 
Mitten Management in co-operative 
welfare matters, and C. J. Joyce, 
counselor. 

The other officers elected by the 
board were E. L. Austin, comptroller; 
G. W. Davis, treasurer; F. B. Ellis, 
secretary, and W. D. Witt, auditor. 


Brooklyn Outlook Bright 


Protesting Figures in Commission Val- 
uation Committee of Stockholders 
Sees End of Receivership 


The protective committee of stock- 
holders of the Brooklyn Rapid Transit 
Company made public on March 19 a 
letter to George McAneny, chairman of 
the New York Transit Commission, pro- 
testing against the valuation set upon 
the properties of that company and 
its subsidiaries by the commission. 

The committee in this letter ques- 
tions the authority of the commission 
to set a valuation of only $154,000,000 
on property in which it is said that 
$238,000,000 had been invested, as the 
first step in its plan for a unified tran- 
sit system, and charged the commission 
virtually with attempting to confiscate 
property by wiping out all equities. 

The committee said that the city had 
flagrantly and deliberately violated its 
contract with the Brooklyn Rapid Tran- 
sit Company, particularly by delay. in 
the construction of the Fourteenth 
Street-East New York line, and served 
notice on the commission that it pro- 
posed to request Receiver Lindley M. 
Garrison to take immediate legal steps 
to recover at least $20,000,000 for the 
city’s alleged defaults under. the con- 
tract. ‘ 

The letter says at the outset: 


When your commission promulgated the 
general outlines of its proposed plan of re- 
adjustment last fall, and this committee 


Was invited to express its views on some of 
the underlying principles, we gladly com- 
plied, and assured you of our co-operation. 
We endeavored, however, to impress upon 
you that any such plan as you were then 
contemplating, to be successful, must be 
predicated upon valuations which would be 
fair to all classes of security holders. 

Your engineers state chat they have en- 
deavored to ascertain actual or original 
cost, and that, where this has not been 
ascertainable, they have “estimated” the 
Same on various theoretical assumptions as 
to conditions under which the properties 
should have been constructed. Apparently, 
however, no real effort has Been made to 
check the actual investment, especially with 
respect to the older properties. 

In this manner an unfair impression has 
been given the public, and both your com- 
mission and the public may be grossly de- 
eeived thereby. We are advised by those 
who are familiar with the history and de- 
velopment of the properties that the actual 
investment exceeds $238,000,000, the princi- 
pal items of which are readily ascertainable 
and easily verified. This -aggregate (in- 
cluding Brooklyn City Railroad for com- 
parative purposes). we are advised, is made 
up of approximate amounts as follows: 

1. Capital debt outstanding, 

consisting of bonds, notes, 

receiver's certificates and 

real estate mortgages, but 

exchidinge stocks: ‘2 i 0e2 : $140,000,000 
2. Cash paid in by stockholders 

of Long Island Traction 

Company (predecessor of B. : 

Rt) watt uses See eee 4,500,000 
3. Cash expended by 

Company and represented by 

bonds, converted into B. R. 

T. stock, par for pax. a. oss < 
4. Cash realized from the sale 

of: B..R- 2D. .stoek, care eee 
. Cash expended out of income 

and other sourees for con- 
struction and equipment and 
not represented by any cap- 
ital securities in the hands of 
the public, but mostly in un- 
sold treasury bonds 
6. Cash appropriated 
earnings for additions 
improvements against which 
no securities have been is- 

SUC. ins. es Sik <}e Se eee 
7. Cash used to retire or with- 

draw bonds against which 

there are no securities out- 
stending in the hands of the 
public °> sch eae ee Ree 
8. Cash paid in for Brooklyn 

City Railroad stock 
9. Cash and equivalents put into 

Brooklyn Union Elevated 

Railroad, Kings County Ele- 

vated Railroad, and Nassau 

Electric Railroad, prior to 

acquisition, less bonds out- 

standing at that time, this 

equity being now represented 

in. stecks; at least... 5.<t.55 15,700,000 


Mptalhxce kei. ee $238,000,000 
It is explained by the committee that 
the total of $238,000,000 does not in- 
clude any value for franchises, nor does 
it include a large amount chargeable 
for interest during construction, appre- 
ciation of real estate over original cost 
and other items which would very sub- 
stantially increase the above amount. 
The committee then explains that as 
opposed to this actual investment, which 
is $10,000,000 in excess of the net 
capitalization of the B. R. T. system 
outstanding in thé hands of the public 
Dec. 31, 1921, the engineers of the 
commissien propose to allow, on the 
basis of their theoretical assumptions 
as to “actual” or “original” cost, only 
$154,000,000, or a difference of $84, 
000,000. The committee says that this 
recommendation is obviously so unfair 
as to afford no basis for discussion. 
In continuing its comment the com- 
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4,600,000 
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23,600,000 


5,000,006 


3,000,000 
12,000,000 


mittee says: 


In view of the conclusion which we have 


reached and already expressed, we .do not; - 


propose to consider separately the valua~ 
tions placed upon the properties of the 
subsidiary companies included in the fore- 
going aggregate. We cannot, however, re- 
frain from emphasizing the very great in- 
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wth 


Hoch te 


wae 


wt 


and 


March 25, 1922 


justice _which the proposed valuations d> 
the rapid transit properties of the company, 
for the extension and equipment of which, 
in conjunction with the new city-built sub- 
way lines, approximately $78,000,000. has 
been obtained from investors and expended 
since 19138. 

the outstanding debt against these prop- 
erties, including the underlying bonds, notes 
and bonds issued since 1913, with interest 
in default, receiver's certificates, tort claims 
and other obligations, is estimated at more 
than $135,000,000, approximately $78,000,- 
000 of which has been expended since 1913 
under the direct supervision and control of 
your commission or your predecessors in 
authority. To provide for this debt of more 
than. $135,000,000 your engineers recom- 
mend a valuation of approximately $96,000,- 
000, or $39,000,000 less than enough to 
provide for the debt, thus eliminating com- 
pletely all stockholders’ equities in the 
properties. 

In reaching this valuation your engineers 
have placed a net value of approximately 
$22,400,000 on the company’s extensive 
elevated railroad system in the Borough of 
Brooklyn, which was given an earning 
power under the contract with the city of 
$3,500,000 per annum, which, capitalized at 
5 per cent (the rate proposed under your 
plan), would support a value of at least 
$70,000,000 for the property. 

In conclusion the committee calls at- 
tention to the fact that the earning 
power of these properties has shown 
marked improvement during the cur- 
rent fiscal year. Conditions are begin- 
ning to return to normal. The average 
operating ratio (including taxes) of the 
surface lines has been reduced from 
97.15 per cent in 1921 to about 78 per 
cent for the first seven months of the 
current year, and the operating ratio 
(including taxes) of the rapid transit 
lines included in the system has simi- 
larly been reduced from 94.48 per cent 
to about 75 per cent. 

At present the B. R. T. system as a 
whole is earning full interest on its 
funded debt, and the committee says 
that it is advised that there is a pos- 
sibility of further improvement in the 
future. It is certain, according to the 
committee that as soon as the new lines 
which the city has not yet finished can 
be placed in operation the net revenues 
of the rapid transit system will be in- 
creased by a _ substantial amount, 
estimated at not less than $1,000,000 
per annum. It may, therefore, be pre- 
dicted, says the committee, that at a 
not distant date, with the co-operation 
of the security holders, it will be pos- 
sible to take the properties out of re- 
ceivership and permit them, with credit 
restored, to render a still greater public 


service. 
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$727,914 Profit in Winnipeg 


Despite Adverse Economic Conditions 
Winnipeg Electric Railway Again 
Makes Encouraging Progress 


At the annual general meeting of 
the shareholders of the Winnipeg 
(Man.) Electric Railway on March 10, 
the report of the president and directors 
and the fianancial statements for the 
year ended Dec. 31, 1921, were pre- 
sented and adopted. The report of the 
operations for the year ended Dec. 31, 
1921, follows: 


Gross earnings from operations. . $5,418,023 
Operating expenses, before charg- 


ing depreciation =;........... 3,559,380 
Net operating revenue........... $1,858,643 
Miscellaneous income .......... 161,406 
Income available to meet fixed 

GHATRES, sETSnms crete Gav 5 6 eck sb en $2,020,050 


From which the following deductions 
are made: 


Interest charges on debenture 
stocks, bonds, gold notes, etc.. $633,331 

Extinguishment of discount on 
SCCULRILICS pamieteyeisnrisiaisicies esses oa 52,526 

City percentage and car license 
121». CA 9 A dla tS .8 ee 183,069 
i WS CS Bet too bh Git oO. o Cee ee ee 164,315 

Miscellaneous non-operating ex- 
WCMSOS 2a tet aetna sie eset 3,312 
Other income deductions........ 54,532 
$1,091,085 

Net income as shown on accounts 

submitted herewith, excluding 
GEPTECIA MOM is a oe ets $928,964 


The gross earnings for the year 1921 
show an increase of $184,323 over the 


previous year, and the net income 
shows an increase for the year of 
$132,389. 


The company has continued making 
extensive improvements, particularly in 
the rehabilitation of rolling stock, 
track and roadbed. Substantial exten- 
sions were also required to take care 
of the expansion of the electric utility 
business and there were also improve- 
ments at the gas works. 

After payment of all fixed charges 
and making the usual provision for 
depreciation the company made a net 
profit of $727,914. From this amount 
has been deducted the dividends paid 
on preferred stock amounting to $182,- 
367 and also an additional allowance 
for depreciation amounting to $122,605, 
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leaving $422,941 to be transferred to 
surplus. 

The preferred stock recently author- 
ized has all been marketed and the 
proceeds have been used to retire float- 
ing habilities. President Nanton said: 

The comvany nas continued its policy 
of maintaining good relations with the pup- 
lic and has given wide publicity to the 
problems confronting it so that all patrons 
may be acquainted with the conditions sur- 
rounding the operation of the properties. 
Emphasis has been stressed on the com- 
pany’s desire to provide courteous and ef- 
ficient service and the public appears to 
appreciate the sincere efforts on the part 
of the company to bring this about. 


Washington Merger Bill 
Reappears 


Senator Ball of Delaware, chairman 
of the Senate Committee on the Dis- 
trict of Columbia, has reported a bill 
previously introduced by him, author- 
izing the merger of certain street rail- 
ways in the District of Columbia. In 
his report on the measure Senator Ball 
says that if the bill is enacted the rail- 
way situation in Washington will be 
greatly improved and simplified by 
operation of all the lines by one com- 
pany. He points out that under the 
new system there will be no charges 
for inter-company transfers and that 
re-routing will be possible to the benefit 
of the car-riding public. Another ad- 
vantage will be a saving in the opera- 
tion of railways and a reduction in the 
coal bills, in addition to saving in over- 
head charges. Summarizing the bene- 
fits he says they will embrace “better 
service and lower fares.” 

Engineer Commissioner Keller of the 
District of Columbia Public Utilities 
Commission, in a letter to the Senator, 
recommends that there be not attached 
to the bill he has reported, which pro- 
vides for taxing the surplus revenues 
of the car companies, a mandatory pro- 
vision for a merger of the two lines. 

Failing to secure authorizat‘on of 
the Utilities Commission to sell three 
tokens for 20 cents for both lines, the 
Citizens Association Federation has 
requested the commission to authorize 
this rate of fare on the Capital Trac- 
tion Lines, on the ground that the 
company is now selling tickets fifteen 
for $i. 


Year 


Month | 


: 
Latest a ae es Peak 1913 M PE: | Ago | Ago | Peaks vid 
os } . | March} M U.S. Bur. Lab. Stat.| Feb. Jan. Feb. May 
Street Railway ate te | 921 1 921 Consp ectus Wholesale 1922 1922 | 1921 1920 
~ Fares* 7.14 | 7.16 | 7.21 | 7.24 | 4.84 of - Commodities | 151 | 148 | 167 | 272 100 
Be Feb. Jan. Feb. Sept. Bradstreet’s March | Feb. 1 |March 1) Feb. | 
Street Railway 1922 | 1922 | 1921 | 1920 Indexe Wholesale. (1922 | 1922 | 1921 1920 
Materials* 156 | 157 | 191 | 247 || 100 es || Commodities 11.60 11.42 11.87 20.87 9.21 
= March | Feb. | March | Sept. =3 ae ra est | aro aL” hee, 
D \March 1) Feb. | March!) May 1 
pee inay, EASA det ee Al BRP AW March, 1922 Wholesale 1922 | 1922 | 1921 1920 | 
a oe === 31|Feb. 28\A 30 = Compiled for Publi- is Commodities = a 169.7 165.0 | 181.9 | 263.3 120 9 
Pee ie eee) cation in this Paper Mar, 18 Feb, 18 Mar, 19 Tune 12 
(Million tons) 4.14 24 | 6.93 | 12.18 | 5.91 b Annalist 1922 1922 1921 | 1920 
gs — = is : Tap | Mazoh [Av Ml Me Wholesale food . | 182.6 | 173.2 | 193.6 | 329.2 | 140 
-S. i Feb. : . are v. Mo x ee = Sea |r ae EMS EO ae 
Outside NY City | 1922 | 1922 | 192i | 1920, 1913, |, Albert S. Richey Bet te eel eres 
(Billions) 10.16 58 | 10.43 18.54 6.12 Electric Railway US opt eee aso | 142 | 158. | 219 | 100 
ane. Feb. | Jan. | Feb. | Jan. | Av. Mo. ngineer pia Fe ae Ae eee ee Pe ee ees 
Business Failures | 1532 | 192) | 1921 | 1922 | 1913, || Woereester, Mass. | Boia Ser | PBaL A toa. | 
\ Number 2.090 | 2,705 | 1,435 2,705! 1,213 if Natt [aed OE eae ace gaadeie ean Bile cee, 
‘Liabilities (millions)| 68.64 | 115.3 | 79.12 | 115.3 | 24.64 ‘| Cost of living 157.7 | ; Z .5a| 1 


*The three index numbers marked with an asterisk are com- 
puted by Mr. Richey, as follows: Fares index is average street 
railway fare in all United States cities with a population of 50,000 
or over, except New York City, and weighted according to popula- 
Street Railway Materials index is relative average price 


tion. 


United States. 


of materials (including fuel) used in street railway operation and 
maintenance, weighted according to average use of such materials, 
Wages index is relative average maximum hourly wage of motor- 
men and conductors on street and interurban railways in the 
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Valuations All Protested in New York 


Tentative Figures Presented by New York Transit Commission as Basis for 
Negotiations in Pooling Arrangement Are Regarded as 
Ridiculously Low by Companies 


The Interborough Rapid Transit Company, the Brooklyn Rapid Transit Com- 
pany, the Manhattan Elevated Railway and the Third Avenue Railway notified 
the Transit Commission on March 20 that the valuations recommended by 
commission experis are too low to provide a. basis for the inclusion of these 
reads in the citywide reorganization plan offered by the commission. 


ISCLOSURE of the attitude of the 

companies took place at a hearing 
of the commission at-which the forty 
companies involved in the reorganiza- 
tion project were requested to submit 
eriticism of the valuations. 

The total valuation of the forty com- 
panies was placed by the commission 
appraisers at $465,680,154. This sum 
covered privately owned properties only 
and did not include the city’s expendi- 
ture of approximately $300,000,000 im 
subways. The figures were summarized 
in the ELEcTric RAILWAY JOURNAL for 
Feb. 25, page 333. 

The Interborough letier, requesting 
a redetermmation of values by an 
“impartial board,” said that the $174,- 
221,056 estimate by the commission 
appraisers fell far short of a proper 
allowance. Instead, the communication 
held, the present worth of the LR. T. 
properties is at least $300,000,000, while 
the commission appraisal “would not be 
sufficient to pay par on the outstanding 
bonds and notes, thus leaving nothing 
whatever for the stock.” 

In revising the I. R. T. valuations, at 
least in some particulars, the road seeks 
to have another board set the figure, 
pointing out that the commission should 
not do this. as “it is not consistent 
with fairness to permit’a party to be 
the judge of its own case.’ 

The communication from a commitiee 
of holders of Interborough-Metropoli- 
tan collateral trust bonds announced its 
disapproval of the valuations because 
they left nothing for IL R. T. stock, 
which is the seeurity for the bonds in 
question. 

In opening the hearing on March 20 
Chairman MecAneny pointed out that 
the proposed valuations are subject to 
revision if the commission comes to 
the belief that changes should be mad=2. 

The position of the bondholders of 
the Brooklyn Rapid Transit Company 
against the valuations was brought out 
in a communication presented by Paul 
D. Cravath. The contention on behalf 
of this company is referred to else- 
where in this issue. There was also a 
letter from Lindley M. Garrison, re- 
ceiver for the Brooklyn system, in 
which he did not give his views for 
the reason that the receiver, only a 
temporary official, has no authority in 
the premises. In refraining from sub- 
mitting criticism of the valuations Mr. 
Garrison said he felt this was his proper 
course, “however well founded the 
same might be.” 

The Third Avenue Railway submitted 
its answer in a letter signed by Presi- 
dent S. W. Huff, who characterized the 


valuation of its system as “absurdly 
low.” The Third Avenue valuation by 
the commission experts was just under 
$34,000,000, which, according to Mr. 
Huff’s letter, is about -half what it 
should be. 


The attitude- of the Manhattan Ele 


vated Railway the limes of which are 
operated by the Interborough under a 
999 year lease at a yearly rental of 
millions of dollars, was disclosed in a 
letter from President Alfred Skitt, who 
said the security holders would not ac- 
cept the proposed appraisal of only 
$57,374,205 as against a company book 
value of more than $113,000,000. 

The communication from Mr. Skitt 
characterized the Manhattan valuation 

s “grossly inadequate” and said that 
an attempt to take the property at that 
figure would amount to confiscation in 
violation of the rights of security own- 
ers. Terming the proposal of the com- 
mission to give quasi public bonds in 
exchange for the road “unsatisfactory,” 
the Manhattan official said his company 
would require cash or its equivalent as 
ecmpensation if the lines of that com- 
pany were included under the unifica- 
tion plan which the commission has 
advanced. 

Job Hedges, receiver for the New 
York Railways, the Interborough’s sur- 
face subsidiary in Manhattan borough, 
sent a letter in which he said he had 
no authority in the valuations matier 
and, therefore, did not give his views. 
It was said that the problem was one 
for the security holders of the road to 
Gecide and a letter from them is ex- 
pected to follow the lines indicated by 
the parent corporation. 

In the course of its protest the Inter- 
borough Rapid Transit Company said: 

The law authorizes the commission to 
value the property at the “fair reconstruc- 
tion cost of the property less depreciation.” 
It is respectfully submitted that the fair 
reconstruction cost of the property con- 
tributed by this company to the develop- 
ment of the new subways and elevated 
improvements would be at the present time 
a sum equal to at least 115 per cent, of 
the net cost in money just as the contract 
contemplates, and that after making reason- 
able deductions for theoretical depreciation, 
if any, which is not conceded. and discount, 
the sum remaining would be in excess of 
the par of the outstanding bonds and notes 
issued by the company to aid the city in 
its rapid transit projects of 1913. 

To ask investors who within the past 
three years have bought $38,144,400 of the 
company notes, and within the five years 
prior to that bought $162,106.000 of bonds, 
te accept less than par and interest savors 
so much of repudiation by the city of New 
York that it is inconcéivable that the com-— 
mission will find itself able to adopt the 
valuations its bureau placed upon the prop- 
erty provide’, under the contracts of March 
19, 1913. 

From the foregoing it appears that the 


present value of the property in question 
is at least $300,000,000 instead of $174,- 


221,058 reported by your bureau of valua- 
tion. Other assets not appraised by your 
bureau, but which are represented by the 
capital stock of the company increase the 
present value of the entire assets of the 
company to a sum greatly in excess of 
$300,000,000. Yet your reported valuation 
would not be sufficient to pay par on the 
outstanding bonds and notes, thus leaving 
nothing whatever for the stock. 


The letter from the Interborough- 
Metropolitan bondholders, signed by 
Grayson M. P. Murphy, chairman, said: 

We regret to find that none of the valua- 
tions of the properties of the Interborough 
and the Manhattan companies proposed by 
your valuation bureau would furnish a 


basis for the issue of sufficient securities 
to protect present holders. 


Connected indirectly with the valua- 
tion and the fare matters in New York 
is the question of the attempt by the 
Interborough to secure changes in the 
terms of the lease under which the 
Manhattan Elevated Railway is op- 
erated by the Interborough. Seven per 
cent per annum is guaranteed by the 
I. R. T. on the stock of the Elevated, 
which has come to be regarded as a 
white elephant. Alfred Skitt, president 
of the Manhattan Railway, and George 
Welwood Murray, its counsel, as well 
as James L. Quackenbush, counsel of 
the Interborough, said a few days ago 
that there had been no new develop- 
ments in the situation. It was learned 
that an almost daily interchange of 
views was being made between officials 
of the companies and the committee of 
security holders of the Manhattan Rail- 
way, of which Alvin W. Krech is 
ehairman. 

An authority who refused to permit 
his name to be used said: 


The Manhattan Railway is not the only 
obstacle, The Manhattan is willing to make 
concessions, but the other side must make 
concessions, too. The matter of scaling 
down the 7 per cent stock guarantee is 
not to be the only basis of change. The 
Interborough has made millions out of this 
lease and has found it to be profitable. If 
the situation demands change, the entire 
burden is not going to fall upon the Man- 
hattan stockholders. 


It was reported that the Interborough 
would like to have the 7 per cent re- 
duced to 4% or 5 per cent, but it was 
said that this would not be likely to be 
satisfactory to all the Manhattan stock- 
holders. The records of the Transit 
Commission show that on June 30 last 
the following were among the larger 
stockholders: 

Jay Gould estate, $8,130,100; H. J. 
Cammann, $2,289,000; General Educa- 
tion Board, $1,451,400; Bertrand Cut- 
ler, $1,144,000; University of Chicago, 
$1,100,000; J. M. Amory & Son, $1,000,- 
000; Rockefeller Foundation, $990,000. 


Tentative Agreement Reached 


General Manager H. H. Couzens of 
the City of Toronto (Ont.) Transporta- 


tion Commission has reached a tenta- — 


tive agreement with the union under 
which the prevailing rate of wages will 
be maintained for another year. The 


men’s request for two weeks’ holidays ~ 


with pay was not given serious consid- 
eration. The wage schedule of the 
commission gives car men 55 cents 
an hour for the first six months, 574 
cents for the next three months and 
60 cents an hour thereafter. 
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Termination of Receivership 
in Sight 
Early release of the receivership un- 
der which the Des Moines (Iowa) City 


Railway has been operating sinée 1919 


‘dent to it. 


was hinted at recently when Judge 
Martin J. Wade of the federal court 
signed an order at Ottumwa permitting 
the company to exercise its corporate 
powers to borrow money with which to 
pay its debts. The court order was in 
response to an offer by the company to 
assume and pay the debts incurred by 
the receivership and also to pay some 
of the long past due accounts of the 
company itself, if it were again placed 
in_control of its own property and the 
receivership lifted. 

The offer states that the company 
on the strength of the franchise granted 
Novy. 29, 1921, has arranged to pay its 
debts if it can now get its property 
under its own control. According to 
the offer it is proposed to liquidate 
approximately $1,000,000 at this time 
by means of long term notes. The com- 


‘pany agrees in its offer to assume, as 
a part of the receivership expenses, the. 


bill for the cost of the special fran- 
chise election and the advertising inci- 
It also announces that it 
has arranged with the holders of the 
debentures now outstanding to accept 
the company’s promissory notes in lieu 
of claims for interest on the debentures, 
and that it has arranged for an exten- 
sion of credit on the notes held by those 
creditors whose claims are most press- 
ing. Among these claims is one of the 
Harris Trust & Savings Company for 
$258,182, one of the Wesiern Water, 
Light & Traction Company for $332,497. 
A. W. Harris and others hold personally 
notes aggregating $161,951. 

Judge Wade’s order allows the Harris 
Trust & Savings Bank, the North 
American Railway Construction Com- 
pany, the receivers and intervenors, in- 
cluding the city, until March 23 to file 
objections to his accepting the offer, 
and permits the company in the mean- 
time to proceed with its arrangements 
for -credits to fulfill its agreement. 


Deferred Dividends All Paid 


The last of the deferred dividends on 
the common stock of the Montreal 
(Que.) Tramway will be paid on 
March 28.. The next regular dividend 


will be on May 1. _Dickinson & Wal- 


} 
} 


vs 
: 


bank, who specialize in the stock of 
the company, say: 


_The repayment. of 173 per cent deferred 
dividends (deferred before the new fran- 
chise had demonstrated its present satis- 
factory characteristic) is, we _ believe, 
unique in Canadian stock market history. 
No doubt the thirty-odd years of uninter- 
rupted dividend payments had a_ senti- 
mental influence upon the broad policy of 
repayments adopted by the administration. 

In twenty-four months the company has 
Paid in dividends an aggregate of 37% per 
cent on the stock, or 18} per cent per an- 
num. This achievement has two-fold sig- 
nificance. It demonstrates remarkable 
earning capabilities; and it indicates, bet- 
ter than words, the liberal dividend disposi- 
tion of the board. 4 

With all the deferred dividends paid off, 
We now can look forward to the terms of 
the prospective new capital stock issue. 
Which we anticipate will be on a basis to 


\ 


represent from $10 to $12 per share on the 
stock. 

Tramways stock is quoted at 146 to 147, 
at which price the 10 per cent dividend will 
yield 6.80 per cent per annum. 

For a full-year period from date. pur- 
chasers before the close on March 290, 
should receive an aggregate return ap- 
proximating, 15 per cent on the investment, 
and henceforth for thirty-one years, or 
more a return of at least 6.30 per cent 
per annum. 


$247,132 Net in Honolulu 


The Honolulu Rapid Transit & Land 
Company, Honolulu, Hawaii has re- 
ported gross earnings for 1921 amount- 
ing to $960,992 with operating expenses 
at $635,998 against $580,028 in 1920. 

According to the manager this ad- 
vance in expenses is due to higher 
wages paid and a greater number of 
car miles operated. The net earnings 
were $247,132, an increase of $48,264 
over those of the previous year. The 
company carried 19,202,083 passengers 
during 1921 of which 4,215,819 were 
transfer passengers. The total pas- 
senger traffic shows an increase of 25 
per cent over 1919 and an increase of 
12% per cent over 1920. 


Holding Company Sells Stock 


The United Light & Railways Com- 
pany, with headquarters in Grand 
Rapids, Mich., between October, 1920, 
and October, 1921, sold more than $1,- 
000,000 of its 7 per cent prior preferred 
stock to 3,733 subscribers or customers 
in the seventeen different communities 
served by its subsidiary companies. 
The company operates in Iowa, Llinois, 
Indiana, Michigan and Tennessee. 
The stock was first offered on Oct. 1, 
1920, to employees of the company. 
The response was very gratifying. Em- 
ployees of three operating companies 
subscribed 100 per cent, six showed per- 
centages ranging from 913 to 99.2, and 
one electric railway took 82 per cenit. 
The stock was then offered to the pub- 
lic through employees of the company 
for cash at par or on the installment 
plan with a payment down of $10 and 
installments of $7.50 per month, plus 
interest on the unpaid balance. 

Schools of instructions were conduct- 
ed for the employees to familiarize 
them with stock sellmg methods. After 
the team organization had been main- 
tained for about three months, it was 
decided to organize a separate depart- 
ment of the company to be known as 
the securities department. Prizes were 
offered for the best records. 

The plan followed was to take a list 
of the lighting and power customers in 
the city concerned and to have a 
committee of employees having the 
broadest acquaintance among the cus- 
tomers eliminate names of those who 
probably would not be interested. Then 
the others were seen personally. The 
company agrees to take back stock for 
resale, but does not guarantee to sell 
it at par. The salesmen were instruct- 
ed to sell stock only to those who ex- 
pected to be able to keep it as a per- 
manent investment. In connection with 
the sale a newspaper advertising cam- 
paign was conducted. 


. County. 


Court Approves Bond Payment 
by Receivers 


Receivers Fagan, George and Tone 
of the Pittsburgh Railways have been 
directed on petition of President Thomp- 
son of the Philadelphia Company, hold- 
ing company of the traction concern, 
by the United States district court to 
file a report on the receivership not 
later than- April 1. This is the first 
legal step toward reorganization of the 
railway in accordance with the contract 
between the city of Pittsburgh and the 
Philadelphia Company. 

The court at the same time, taking 
up two other angles of the situation, 
confirmed absolutely the 1921 account- 
ing of their stewardship of the Pitts- 
burgh Railways filed by the receivers, 
and approved the settlement, at more 
than $1,000,000, which former Judge 
Henry G. Wasson, aS master, recom- 
mended the receivers should make with 
the Southern Traction and United Trac- 
tion companies, two of the three big 
underlying companies of the Pittsburgh 
Railways for bond and mortgage in- 
terest payments, these questions had 
been in litigation several years. 

The Southern Traction and United 
Traction settlements, as recommended 
by former Judge Wasson, as master, 
proposed to pay the trustees of mort- 
gages held on the lines of the Southern 
Traction Company, the West End lines, 
$700,000 in interest, less $100,000 al- 
ready paid on account; $75,000 to the 
Union Trust Company, trustee under 
these mortgages, for service and ex- 
penses, and to the holders of bonds of 
the United Traction Company, $480,400, 
as Interest. The total payments recom- 
mended, and approved by the court, are 
$1,155,400. 

This settlement disposes of a threat, 
in the case of the Southern Traction 
Company, to foreclose on its mortgages 
on the properties, take the West End 
lines out of the Pitisburgh Railways 
system and operate them separately. 


Utah Property Lists Assessment 
Charges 

The Salt Lake & Utah Railroad, Salt 
Lake City, Utah, has made its report 
for assessment purposes to the Utah 
state board of equalization, showing a 
total this year of $2,087,591. Last year 
the company paid taxes on a valuation 
as finally fixed by the state board of 
$2,397,905. The state board will revise 
and probably amend the figures pre- 
sented this year. The main reduction 
in values claimed by the company is n 
that given to trackage and right-of- 
way, which the company says is worth 
this year $1,520,700, of which $868,980 
is in Utah County and the remainder in 
Salt Lake County. Last year the com- 
pany paid taxes on $1,837,710 under 
this heading, $1,034,300 being in Utah 
The company enters a value 
of $100,000 for its franchise, but ex- 
plains that it is not claiming this 
amount, and has doubis as to iis legal- 
ity, but is willing to let the figure of 
last year stand. 
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Bondholders Promise to 
Rehabilitate 


No bids were received by Receiver 
George Whysall on March 18, when the 
properties of the Springfield, Troy & 
Piqua Traction Company were put up 
for sale the second time at the court- 
house in Sprinfield, Ohio. As a result, 
announcement was made by Judge 
Merle N. A. Walker, Indianapolis, and 
G. L. V. Emerson, Chicago, represent- 
ing the bondholders, that the bond- 
holders will proceed at once to carry 
out the original agreement with the 
court to take steps to rehabilitate the 
properties. The line which runs_be- 
tween Springfield and Troy, has not 
been in operation for several months, 
except for a shuttle car operated be- 
tween Springfield and Maitland, a dis- 
tance of 2 miles, for the benefit of em- 
ployees of the Victor Rubber Company. 
With the announcement of the bond- 
holders, however, it is expected that 
service will be resumed within the near 
future. 

Judge Walker announced that defi- 
nite action would be taken within the 
next thirty days. Judge Walker, who 
is a brother of Guy M. Walker, New 
York City, trustee for the bondholders, 
said that he had been called into the 
case recently and that after a thorough 
investigation he found citizens of 
Springfield and other communities on 
the line were doing their part in the 
attempt to save the road. These citi- 
zens raised a fund of $75,000 in return 
for which they were to receive bonds 
to that amount. However, after this 
fund had been raised, no action could 
be secured on the part of the bond- 
holders and so the first sale of the 
road to the bondholders for $300,000 
was set aside by the court and the 
property ordered to be again offered 
at public auction March 18. 

The upset price for the property was 
fixed by Judge John E. Sater of fed- 
eral district court at $135,000. The re- 
ceiver was ordered by the court not to 
consider any bid under that figure and 
also to require a cash payment of $25,- 
000; one half of the remainder in thirty 
days and the other half in sixty days. 


Reorganization Being Planned 


Plans for the reorganization of the 
Syracuse & Suburban Railroad, Syra- 
cuse, N. Y., recently purchased by a 
committee representing the boridholders 
is soon to be laid before the Public 
Service Commission for approval. The 
financial end of the reorganization pro- 
vides for the issuance of $750,000 of 
income bonds. The new company will 
also issue $300,000 in common stock. 
The new corporation will be known as 
the Syracuse & Hastern. The outstand- 
ing bonded indebtedness of the old 
company was $550,000. 

It is expected that a new manager 
will be appointed for the road as C. 
Loomis Allen, former vice-president 
and general manager. is now president 
of the L. R. Roberts Typewriter Com- 
pany, Stamford, Conn. 


Financial 


News Notes 


Noteholders Depositing Their Secur- 
ities.—The holders of 90 per cent of the 
three-year gold notes of the American 
Railways, Philadelphia, Pa., due on Feb. 
1 iast, have deposited their notes for ex- 
tension of three years. 

H. C. Beatty a Director.—Harold C. 
Beatty has been appointed a director 
of the Syracuse-Northern Railway, 


Syracuse, N. Y., succeeding Ernest I. ° 


Edgecomb, who resigned upon election 
to the bench of the Supreme Court. 


Common Stock Dividend Passed.— 
The Porto Rico Railways, Ltd., San 
Juan, Porto Rico, which controls the 
Porto Rico Railway, Light & Power 
Company, has passed the dividend on 
the common stock, due at this time. 
The rate during 1921 was 1 per cent 
quarterly. 


Loan Secured.—The Eighth Avenue 
Railroad, New York, N. Y., has secured 
a new mortgage loan of $800,000 from 
the Farmers Loan & Trust Company. 
The proceeds will be used for improy- 
ing the block front on the west side 
of Eighth Avenue between Forty-Ninth 
and Fiftieth Streets and for other 
corporate purposes. 

Interurban Sold to Representatives of 
Bondholders. — R. M. Stinson and 
Thomas Conway, Jr., of Philadelphia, 
representing eastern bondholders, have 
purchased the Aurora, Elgin & Chicago 
Railway at foreclosure sale in Wheaton; 
Ill. on a bid of $1,000,000 above their 
holdings, which consist of $4,735,000 
refunding mortgage bonds. 


Application for Lease Before Com- 
mission.—The application by the Easton 
Transit Company and the Lehigh Val- 
ley Transit Company, operating in Al- 
lentown, Easton and Bethlehem, for the 
approval of a lease of all the prop- 
erty and franchises of the former cor- 
poration by the latter, is being con- 
sidered by the Public Service Commis- 
sion. The lease is for ninety-nine years, 
and stipulates the lessee must carry 
out all the obligations of the lessor. 


Bondholders Organize to Protect 
Valuation.— A committee has been 
formed to represent bondholders of the 
Columbus & Ninth Avenue Railroad, 
New York, N. Y., and it is urged that 
holders of the bonds deposit them with 
the Columbia Trust Company before 
April 1, on or about which date hear- 
ings of the Transit Commission regard- 
ing the valuation of this and other trac- 
tion properties is to take place. The 
committee states that in its opinion 
the valuation prepared by the. Transit 
Commission is too low. 

Sale Approved.—The sale of the de- 
funct Sandusky, Norwalk & Mansfield 
Electric Railway, Norwalk, Ohio, to the 
Wilkoff Company, First National Bank 


Building, Pittsburgh, Fa., has been 
approved by Judge J. M. Killets of 
Toledo. The approval is conditional on 
‘protests that may be filed within ten 
days. .A certified check of $10,000 was 
deposited by the Wilkoff group, re- 
cently, with G. Ray Craig, Norwalk, 
master commissioner of the railway. 
The price of the property fixed by the 
federal court is $60,000. 


North American Company Dividend 
Pelicy Announced.—In order to clear up 
any uncertainty respecting the dividend 
declared on Feb. 28, the North Ameri- 
can Company, New York, N. Y., has 
issued the following statement: ‘The 
dividend was a quarterly dividend of 
2% per cent payable April 1, of which 
13 per cent is payable in cash and 1 
per cent in preferred stock. The 1 per 
cent payable in preferred stock was 
not an extra dividend and the company 
expects to maintain dividends on its 
common stock at the rate of at least 
23 per cent quarterly in the future.” 


Supplementary Opinion in Columbus 
Case.—In a supplementary opinion by 
Judge Kinkead of the Court of Common 
Pleas of Franklin County, Ohio, on the 
final entry and judgment in the Colum- 
bus Railway, Power & Light Company 
suit against the Clarks, judgment for 
the whole amount of $1,079,726 is ren- 
dered against C. M. Clark and E. W. 
Clark & Company, jointly and severally. 
Secondary liability has not been found 
against other members of the board. 
The items included in the judgment 
were reviewed in the account of the 
decision of the court which appeared in 
the ELECTRIC RAILWAY JOURNAL of Jan. 
28, page 168. 


Sale of Lafayette Property Approved. 
—Judge A. B. Anderson in the federal 
court at Indianapolis has approved the 
sale of the Lafayette (Ind.) Service 
Company’s property which was held at 
Lafayette as the result of foreclosure 
proceedings brought by the Real Estate 
Trust Company, Philadelphia, as trustee 
on behalf of bond holders. The court 
set March 31 as the date on which the 
transfer of the property should be 
made to the purchasers. R. W. Lever- 
ing, of Lafayette, has been acting as 
receiver of the company. The details 
of the sale were recorded in the ELEC- 
TRIG RAILWAY JOURNAL of March 11, 
page 423. 


$30,000,000 in Bonds of French Com- 
pany.—Kuhn, Loeb & Company are of- 
fering $30,000,000 of a $40,000,000 issue 
of 6 per cent external sinking fund gold 
bonds of the Paris-Lyons-Mediterra- 
nean Railroad. They are offered at 8°, 
to yield 7.35 per cent to the date of 
maturity, which is Aug. 15, 1958. The 
entire issue may not be redeemed be- 
fore Feb. 15, 1932, and if called then 
the yield gradually increases to a maxi- 
mum of 8.78 per cent. If any bonds 
are redeemed by the sinking fund at 
100 on Aug. 15, 1929, the yield reaches 
a maximum of 9.22 per cent. The pro- 
ceeds are to be used for purchasing 
rolling stock, for electrification of sev- 
eral lines and for other improvements. 
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Connecticut Fares Again 
Problem 


Commission Seeking to Determine What 
Shall Be Done Following Close of 
Five-Cent Trial Period 


Hearings are being held by the Public 
Utilities Commission of Connecticut in 
various parts of the State to inquire 
into the fare situation on the lines of 
the Connecticut Company. It will be 
recalled that tests with a radial 5-cent 
fare are in progress in Bridgeport and 
Norwalk for trial periods under the 
commission’s rulings. It is with the 
end in mind of determining what shall 
be done in the future that the commis- 
sion met in Norwalk on March 21 and 
in Bridgeport on March 22. 

At the hearing in Bridgeport Mayor 
Fred Atwater and members of the 
Mayor’s transportation committee asked 
that the present radial 5-cent fare be 
continued, with the benefits of a re- 
duction through the token system to be 
allowed for riders in communities on 
the outskirts of Bridgeport. 

Judge Carl Foster appearing for the 
Manufacturers’ Association, Chamber 
of Commerce, Business Men’s Associa- 
tion and various organizations in 
Bridgeport, Fairfield, Stratfield and 
Stratford, asked for a unit 5-cent fare 
within the limits that were established 
for the old 10-cent fare, with a 2-cent 
transfer. 

President Lucius S. Storrs of the 
Connecticut Company briefly stated 
that the company was not “earning 
enough to function in civic growth and 
civic necessity,’ and claimed that a 
comparison of revenues under the 5-cent 
fare with revenues last year meant 
nothing because jitney competition had 
been reduced in the meantime. He 
said that “until the time comes when 
the transportation corporation can be 
delegated for the sole medium of trans- 
portation, the community must suffer 
through higher fares,” 

The financial statement of the com- 
pany for the period of the test fare, 
read into the record of the hearing by 
Chairman Higgins follows: 


GROSS OPERATING REVENUE 


NOME IO RT Fo. coe wo ela) we sieyene)s e-epeusi e's $52,911 
ERMUARAE eae eT ele vid «© sie es e's pte a 166,475 
RENEE SAD gett. 1 ERR RTI Se LERCH er} 164,906 
ONO: tous. 7 Nee et eee RRR LAP errr werd 146,396 
EOPAAMME Re Kiotetetsiets + es nkneevetenesere $530,688 
OPERATING EXPENSES 
WOMEKIDER Aer ik apathy ics 3 ne wad a ane $55,139 
DECORA OT Scien, se aics,n F > 0, aiale is regs 165,084 
RELMNIT CAN ae oe ae heist sighafs ey.s) ef simile (e e/ecerin 146,666 
VANCE Ray) Gat atrcne cine Cem Hite ae 130,849 
ati @XPeNnsSes™ .. cee. « $497,738 
eect eae ‘ See een rts oe 20,464 
2 UAE GS 5 ae Ae eR er hcl $518,203 
Net operating income ....... $12,485 


For the period from Dec. 1, 1920, to 
March 1, 1921, the gross passenger 
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Traffic and Transportation 


revenue of ‘the company on the Bridge- 
port lines amounted to $427,930 as 
compared with $463,881 for the period 
from Dec. 1, 1921, to March 1, 1922. 
During the former period the flat 10- 
cent fare was in effect and the trolleys 
were in competition with unregulated 
jitneys. 

The representatives of the public in 
attendance at the meeting in Norwalk 
all pleaded for a continuation of the 
5-cent fare on the expiremental 1-mile 
shuttle line and its extension to all of 
the local lines. 

Chairman Higgins prefaced the hear- 
ing with a reading of the financial 
statement of the company for the Nor- 
walk division from Nov. 6, when the 
5-cent fare was put into effect on the 
West Avenue line, until Feb. 28. ‘his 
statement follows: 


GROSS OPERATING REVENUE 


November 
December 
January 
February 


Total 


OPERATING EXPENSES 


November 
December 
January 
February 


Total 


OPERATING INCOME 


November* 
December 
January 

February 


Total 
*Deficit. 


President Storrs declared that figures 
were not available for the new lines 
on which it was sought to make a test 
of the 5-cent fare, but he declared that 
he doubted if it would be a success 
because most of the lines were in sec- 
tions thinly populated and there would 
not be the possibility of increasing the 
revenue through very material in- 
creases in traffic. 


Special Car Charges Increased 


The Pennsylvania Public Service 
Commission has received a new 
schedule of passenger tariffs effective 
April 15, 1922, from the Scranton, 
Montrose and Binghamton Traction 
Company, operating between Scranton 
and Montrose. In the schedule filed the 
special car charges increased are as fol- 
lows: 


One-way extra car attached to regular 
increased from 80 cents to $1.00 per car 
mile. Minimum charge from $12 to $20 
Round trip extra minimum $12 to $25. 

One-way special car from 80 cents a 
car mile to $1.50 a car mile for all dis- 
tances in excess of 10 miles. Minimum 
charge increased from $15 to $25. Round 
trip special car is increased to $1.00 car 
mile with minimum charge at $30.00. 

Minimum charge for running cars beyond 
scheduled destination is increased from $5 
to $10 and the rate is changed from $5.00 
per hour to 80 cents per mile. 


Washington Fare Troubles 
Again 
Associations Demand a Twenty-Cent 


Rate for Three Tickets as Well as 
Forty-Cent Rate fer Six 


Although the Public Utilities Com- 
mission of the District of Columbia es- 
tablished a new rate of fare in the Na- 
tional Capital effective on March 1, 
there is continued agitation over the 
fare question. This is due‘to the de- 
mand of various citizens’ associations 
that the public be allowed to purchase 
three tokens for 20 cents, contending 
that some persons are unable to pur- 
chase six for 40 cents, and have to pay 
the 8-cent cash fare. The Citizens’ 
Association Federation petitioned the 
commission to establish this 20-cent 
rate, but it has been held in abeyance 
by the commission to see how the pres- 
ent fares operate on the company’s 
revenue. The Washington Railway & 
Electric Company opposed the three 
for 20 plan on the ground that it would 
reduce its revenues this year by $100,- 
000. It suggested in lieu of all pres- 
ent fares a straight fare of 7-cents cash. 

Because of the disparity in revenues 
of the two companies operating in 
Washington, the Washington, Railway 
& Electric making less than the Capi- 
tal Traction Company, Congressional 
committees on District affairs are con- 
sidering a tax proposal to equalize the 
revenues of the companies by imposing 
a graduated tax on their revenues. The 
matter was the subject of a hearing 
Monday before the Senate District 
Committee, at the request of the Capital 
Traction Company whose _ revenues 
would be more largely affected. A bill 
for merging the companies has again 
been introduced, as noted elsewhere in 
this issue. 


Prepare for One-Man Cars 


While citizens of Joliet, Ill., were 
storming against the installation of 
one-man cars by the Chicago & Joliet 
Electric Railway, city officials practi- 
cally agreed that it would be impos- 
sible, except by expensive litigation, to, 
force the company to keep to two-men 
service. At the same time, employees. 
signed an agreement accepting the new 
type of car and providing an increase 
in pay of 5 cents an hour for operators. 

The following wage scale will be 


made _ effective according to the 
agreement: 
Cents an, 
‘ : Hour 
Gity- 2lINes Fas Wess ae 55 
Lockport ‘and Lyons....:....... 57 ; 
EXTRA MEN 
First three months. !........... 51 
First ‘nine months»... 0)... 0... 53 
One year 55 


The agreement also states that the 
employees who operate one-man cars 
will be paid for 15 minutes time in 
which to get their cars ready. 5 

Petitions have been circulated re- 
questing the City Council to re-enact the 
two-man car ordinance. 
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_ Service Withdrawn in Augusta 


Failure of the City Council to Regulate Unfair Jitney Competition Prompts 
Local Railways to Withdraw All Cars from Service. . 


Electric railway service was suspended in Augusta, Ga., on March 16. 


It 


was still suspended on March 24. More than likely the cars of the Augusta- 
Aiken Railway & Electric Corporation will remain in the carhouses for some 
time to come, for on the evening of March 21 the Council of Augusta, ignor- 
ing the demands of all the constructive forces in the city, decided by a 
vote of thirteen to six to stick to its action of March 6 in refusing to grant 
relief as requested by the railway from the unfair, unregulated jitney compe- 


tition. 


FTER the meeting of the Council on 

March 21 the company had noth- 
ing to say. There really was no state- 
ment for it to make. The. officers had 
previously outlined their position at 
considerable length, and as long as the 
Council remains obdurate and refuses 
to heed the plea of the company it must 
of necessity stick to the course upon 
which it has entered. : 


NEGOTIATIONS BEGUN LAST FALL 


Negotiations looking toward a settle- 
ment of the matter started last fall. 
According to the Mayor, the Council 
will so regulate the jitney traffic as to 
prevent congestion on any street occu- 
pied by the railway and will agree 
not to permit any jitney to take 
or discharge passengers on any 
street occupied by the railway if the 
railway will reduce its fares to 7 cents 
and continue to transport school teach- 
ers and school children at 5 cents and 
maintain a fifteen-minute headway on 
all city lines. 

The Mayor feels that the offer of 
relief proffered by the Council in its 
resolution of March 6 is as far as that 
body can go. 

This does not satisfy the company. 
Its position is plain. It is not antagon- 
istic to a jitney service or to jitneys. It 
has stated publicly that a jitney line 
properly regulated as a public utility on 
streets not already occupied by trolley 
lines and one or two blocks removed 
therefrom would confer upon the pub- 
lic a new and real transportation 
service. Then each line would serve the 
riding public without very material in- 
terference with the other within the 
zone of itS own operation, and the pub- 
lic would have two efficient and proper- 
ly regulated public carriers. 

For more than three months the com- 
pany, backed up by the leading citizens 
of Augusta and by every civic body in 
the city, has been appealing to the City 
Council to recede from what the rail- 
way submits is a suicidal policy, taken 
in heat, and now seen to be fatal to the 
public service of the electric railway 
company. 


CoMPANY ADOPTS CONCILIATORY 
ATTITUDE 


In a final effort to induce Council to 
keep the jitneys off the streets occupied 
by the car lines and forbid them to 
take on or discharge passengers within 
two blocks of the company’s lines, the 
company agreed, if Council would do 
this, to concede a 7-cent fare to the 
general public, a 5-cent fare to school 


children and teachers, and require a 10- 
cent fare to the casual rider only, who 
fails or refuses to buy tokens at 7 cents 
in multiples of five or more. 

This proposition was agreed upon be- 
tween the company and the sub-com- 
mittee of the general jitney committee 
of Council, and was reduced to writing 
in the shape of a letter addressed by the 
general manager to the sub-committee. 

The sub-committee presented this let- 
ter to the general committee with the 
recommendation that the proposed 
agreement contained therein be re- 
ported to Council for adoption. But 
the general committee declined to do 
so and instead adopted a report that 
Council require as a condition prece- 
dent to any regulation of the jitneys a 
7-cent straight fare for the general 
public, including the casual rider, and 
a 5-cent fare for school children and 
teachers, the city to “keep the jitneys 
off the streets now occupied by the 
street railway lines, with permission to 
cross intersections at which points they 
are not to take on or discharge pas- 
sengers.” 

The jitneys committee made its re- 
port to the City Council March 6, 1922, 
setting forth its recommendation, as 
above outlined. 

Thereupon the City Council passed a 
resolution adopting the report of the 
general committee as its final action, 
discharged the committee, and ordered 
the company be given one week within 
which to accept the city’s proposition. 
While under this proposal the jitneys 
would not be permitted to take on or 
discharge passengers on streets oc- 
cupied by the railway, or at the precise 
point of intersection of streets cross the 
same, they would be permitted to take 
on and discharge passengers anywhere 
else on all cross streets, even though it 
be within a few feet of the intersecting 
streets. The contention of the railway 
was that this practically defeated the 
very purpose of any _ regulation. 
Anxious to reach an agreement with 
the Council, however, the company 
finally signified that if Council would 
pass the resolution at once, the com- 
pany would try to operate with the jit- 
neys removed only one block from its 
lines. 

In the meantime, however, the Coun- 
cil as noted previously had passed a 
resolution adopting the report of the 


general committee as its final action, - 


had discharged the committee and 
ordered that the company be given one 
week in which to accept the city’s 
proposition. The reply of the company 


to this notification received on March 8 
was to the effect that “the company 
could not under the terms proposed 
earn even its operating expenses, and, 
therefore, must decline the city’s propo- 
sition.” At the expiration of the time 
limit set by the Council for acceptance 
of the proposal of that body the rail- 
way withdrew service as its answer to 
the ultimatum of the Council. 

These briefly are the happenings 
which have shaped the course of re- 
cent events. They are all bound up, 


‘however, with the situation that de- 


veloped as a result of the war. At 
first the Railroad Commission allowed 
the company a 6-cent fare, and then to 
avoid disaster, it allowed a 7-cent 
fare; and although by the actual trial, 
it was demonstrated that the company 
was in sore straits the commission, 
doubtless hoping for some improve- 
ment, refused a higher rate than 7 
cents. : : 

Thereupon, the company, alleging that 
the rate allowed by the commission was 
so low as to be confiscatory, applied to 
the United States courts to enjoin the 
commission from enforcing the rate 
which it had fixed and to allow the 
company to put in a higher rate. 
After a hearing in this high tribunal, 
at which the fact was disclosed that the 
receipts under a 7-cent fare failed to 
yield even operating expenses, the court 
authorized the company to put in a fare 
not exceeding 10 cents per ride. The 
company, however, adopted an 8-cent 
token fare for the general public, a 5- 
cent fare for school children and 
teachers and a 10-cent fare for the 
casual rider only, who might not de- 
sire to buy tokens. i 

It was hoped by the company and 
doubtless by the courts, that this in- 
crease would produce a revenue suf- 
ficient to enable the company to con- 
tinue service without falling below the 
actual cost of operations, disregarding 
for the present, all consideration of any 
return upon the investment. 

The city at once adopted measures 
that called into existence a competitive 
jitney service, and sa encouraged and 
fostered it that between a third and a 
half of the revenue normally and 
legitimately flowing into the railroad 
has been taken away from it. 

The bulk of the riding that is being 
done by the public in Augusta is on the 
jitneys, although private automobiles 
are helping out by giving lifts now and 
then. In an effort to alleviate the situ- 
ation as far as possible, the Council has 
attempted to direct by ordinance the 
distribution of the existing jitney 
service. 

The constructive elements in the com- 
munity are of course in sympathy with 
the railway. They deplore the unfav- 
orable attention which the withdrawal 
of service has attracted to the city of 
Augusta. 

The suspension of service is particu- 
larly unfortunate for the employees, in- 
asmuch as it has been impossible for 
the company to absorb any of the rail- 
way help into other departments. 
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Fare Increase Denied I. R. T. 


New York Rapid Transit Line Had 
Asked Commission for Temporary 
Rate Pending Settlement of 
Permanent Fare 


The Interborough Rapid Transit 
Company, New York, has been denied 
an increase in fare. This action was 
taken by the New York Transit Com- 
mission following the signing of the 
Simpson-Jesse bill by Governor Miller 
on March 23. There was nothing else 
left for the commission to do under the 
circumstances, even if it had been 
kindly disposed toward the appeal of 
the railway for relief, for the new bill, 
which amends the transit act of 1921, 
forbids any increase of fare to any 
company which refuses to come into 
the proposed unified system under the 
Transit Commission’s reorganization 
plan. 

Another amendment to the transit 
act signed by the Governor gives the 
Transit Commission the right to order 
the operation of cars over lines of other 
companies. This is an emergency bill 
caleulated to correct the situation which 
might arise should the Interborough 
Rapid Transit Company and the Man- 
hattan Elevated Railway come to the 
parting of the ways over the matter of 
amending the lease between them, now 
considered by the I. R. T. to be unduly 
burdensome. 

The Interborough Rapid Transit 
Company, through its counsel, George 
L. Quackenbush, has appealed to the 
Governor for a hearing on the bills. To 
this appeal the Governor replied: 


I am surprised to learn of your action 
in filing a petition for an increased fare 
at the very time when-you were asking me 
to withhold approval of a bill to prevent 
increases of fare fixed by contract, fran- 
chise and the like, except as a part of or 
as provided by the plan of reorganization. 
I do not share your fears either that the 
hands of the commission will be improperly 
tied or that any cloud will be put on the 
securities to be issued. I take it for 
granted that before the final consummation 
of any plan and the actual exchange of 
securities thereunder it will be necessary 
to secure a final adjudication. of the 
walidity of the plan. The act undoubtedly 
does tie the hands of the commission to 
the extent of preventing increases of fare 
to companies refusing to come in under 
the plan. That is precisely what was in- 
tended. 


The application was for an “immedi- 
ate, reasonable, temporary increase in 
the existing rates, fares and charges, 
pending a final determination.” It was 
made to the Transit Commission at its 
hearing on March 22 by Frank Hedley, 
president and general manager of the 
Interborough Rapid Transit Company. 
The application said: 


The Interborough Rapid Transit Com- 
pany alleges that the maximum fare of 5 
cents, now chargeable by it has been for 
more than three years, and now is, insuf- 
ficient to yield reasonable compensation 
for the service rendered, and has been and 
is unjust and unreasonable. 

The Interborough’s fare application 
pointed out that final adoption of the 
commission’s plan for the unification of 
the transit lines in New York will con- 
sume considerable time, and therefore 
requested the commission to fix a rate 
that will yield a reasonable average 
return on the property actually used 


by the Interborough. In addition to 
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this request the Interborough asked 
for the immediate temporary increase. 

To support this contention the ap- 
plication set forth that the Interbor- 
ough’s property was valued by the 
Transit Commission’s own bureau on 
Jan. 30, 1921, at $228,515,261. The 
Interborough claims that its property 
is worth $300,000,000. After showing 
its return for the years 1918-21, the 
application alleged that a reasonable 
average rate of return on its property 
would be at least 8 per cent a year. 
Its present return and for the past 
four fiscal years, has been insufficient 
to procure a return of 8 per cent, the 
application said. 

When the application had been pre- 
sented, Clarence J. Shearn, counsel for 
the commission, advised the commis- 
sion to reject it on the ground that it 
had no relation or relevancy to the 
present proceedings. George McAneny, 
chairman of the commission, said the 
commission would take notice that the 
application had been presented and 
have it filed with the secretary. 

It was further alleged in the ap- 
plication that to provide 

Safe, adequate, and efficient service, and 
for the preservation of its present system 
as an entity, the public interest requires 
an immediate, reasonable, temporary in- 
crease in the existing 5-cent rate of fare, 
now chargeable by the Interborough Rapid 
Transit Company, pending the final deter- 
mination of the rate, as herein prayed for. 

Such a reasonable, temporary increase 
would enable the Interborough Rapid Tran- 
sit Company to avoid a receivership; to 
pay its fixed charges when the same be- 
came due; to restore its cash and credit 
position, and thereby permit it to make 
arrangements for the extension or refund- 
ing of certain of its securities and obliga- 
tions which fall due in the near future. 
Such a reasonable temporary increase 
would also permit additional service to the 
traveling public and enable the Interbor- 
ough Rapid Transit Company to provide 


additional equipment in rolling stock for 
its lines as and when the same are needed. 


Who Should Assume Jurisdiction? 


Seattle’s bus problems again came 
before the State Supreme Court at 
Olympia recently, when Chief Justice 
E. N. Parker issued an original writ of 
mandate requiring Judge Walter M. 
French to appear before the Supreme 
Court on March 31 to show cause why 
he, as judge of the Superior Court of 
Kings County, should not assume juris- 
diction in the matter of the applica- 
tion of the Seattle & Rainier Valley 
Railway, Seattle, Wash., for an injunc- 
tion to prevent the further operation 
of automobile busses by H. E. Knowles, 
in competition with the railway’s op- 


erations inside the city limits of 
Seattle. Judge French recently re- 
fused to assume jurisdiction in the 


case brought by the railway, which 
charges that Knowles, operating a 
stage line between Seattle and Renton 
under a certificate of public convenience 
and necessity from the department of 
public works, is operating only a few 
trips each day through to Renton, but 
is running cars on a schedule closely 
paralleling the railroad’s operation be- 
tween the downtown terminal and the 
Seattle city limits. Judge French held 
that this was a matter for the de- 
partment of public works to handle. 


decided upon. 
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Says Buses Financially 
Irresponsible 


Electric railway service is superior 
to bus service, in the opinion of F. H. 
Wilson, receiver for the Cleveland, 
Southwestern & Columbus Railway, 
Cleveland, Ohio, and remains superior 
even though it charges a higher rate. 
The receiver stated that buses are free 
from financial obligations to the state, 
while railways must pay specified 
amounts in taxes. The maximum 
amount charged a bus owner by the 
state is $72, according to the horse- 
power of .the engine of his car. He 
need take out no indemnity bond and is 
not financially responsible in case of a 
civil action for damages, said Mr. 
Wilson. 

On the other hand, Mr. Wilson pointed 
out, the bus operator uses the terminals 
maintained by the traction companies 
as a starting point for his route, and 
therefore wins passengers from the 
railway. Mr. Wilson denied that 
freight hauling by truck was less ex- 
pensive than such service by railway. 
He stated that in the long run the 
citizens paid so much for the upkeep 
of the highways that it made the actual 
cost of shipment exceed that by electric 
railway. it ae 


Saginaw Forces Track Removal 


By unanimous vote the City Council 
of Saginaw, Mich., on March 21 adopted 
an ouster ordinance directing the bank- 
rupt Saginaw-Bay City Railway and 
its receiver to remove all trackage, 
overhead construction and other prop- 
erty from the city streets within ninety 
days. If the ordinance is not complied 
with, under its terms the city attorney 
is instructed to proceed in the United 
States District Court to secure permis- 
sion for the city to do the work. 

As stated in the ELEcTRIC RAILWAY 
JOURNAL, issue of March 11, this action 
is a result of a controversy over paving 
work. The city claims that the railway 
company has not co-operated with the 
city in paving work, but that the work 
has been delayed because of the poor 
financial condition of the company. The 
Saginaw-Bay City Railway operates an 
interurban service between Saginaw 
and Flint. 


Agreement Reached.—F ares will be 
reduced in Pine Bluff, Ark., as a result 
of an agreement reached between a 
committee of the City Council and of- 
ficials of the Pine Bluff Company. Cash 
fares will be 6 instead of 7 cents, while 
books of fifty-fare tickets will be sold 
for $2.50 instead of $3. An ordinance 
providing for the new schedule of rates 
was to be presented to the City Council 
on March 20, and it is thought that it 
will be enacted and made effective with- 
out delay. The date for the beginning 
of the lower fares has not yet been 
It is possible that wages 
of motormen will also be reduced, as 
it is estimated that the new schedule 
will mean a $10,000 loss to the com- 


pany. 
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Fare Order Expected 


Surface Lines Put in Their 


Chicago 
Predict 


Case—Newspapers 
New Rate 

Another order in the fare case of the 
Chicago (Ill.) Surface Lines is expected 
to be entered in the near future by the 
Illinois Commerce Commission. Law- 
yers for the city closed their evidence 
on March 17, and the companies will 
have their turn on March 28. It has 
been hinted by some of the newspapers 
that an order will be entered early in 
April with a view to its effect in the 
primary elections of April 11. 

Whether this order will be another 
attempt to fix a 5-cent fare, or a 
slighter reduction from the 8-cent fare, 
is uncertain. 

Federal Judge Carpenter on March 
17 announced that Master in Chancery 
Morrison would take evidence in the 
proceedings to determine whether the 
present injunction against the 5-cent 
fare order of the commission shall be 
made permanent. The city insisted 
that the courts fix a rate of fare, but 
Judge Carpenter said this responsi- 
bility lies with the commission and 
that he would only have authority to 
enjoin a confiscatory rate. 

During the week ended March 18, 
Joseph V. Sullivan, assistant to the 


president of the Surface Lines, was 
called as a witness by the city. He 
produced tables showing wages for 


trainmen and rates of fare in a large 
number of cities. These showed that 
the Chicago company has the highest 
wage scale of any surface railway, fixed 
under a contract which is being con- 
tinued from month to month while ne- 
gotiations are progressing with the 
union. It was also shown that there 
were practically as many increases as 
there were decreases in rates of fare 
since last November, although the city 
had contended that all rates were going 
down. 

E. H. Morgan, superintendent of 
schedules, was another company em- 
ployee introduced as a witness for the 
city. He was examined at length on 
working conditions and their bearing 
on time tables. He showed that the 
most onerous of present conditions on 
the surface lines had been fixed by arbi- 
trators and said he could not tell how 
the terms fixed in other cities would 
work out in Chicago. 

Among the witnesses for the city 
was R. A. Cahn of the United States 
Bureau of Labor Statistics. Mr. Cahn 
stated that cost of living had decreased 
19.7 per cent in Chicago since June, 
1920. Representatives of the train- 
men’s union attended all sessions and 
it is expected they will ask to be heard 
before the case closes. 


598 Cities Have Increased Fares 


The average rate of fare charged by 
electric railways, based on rates in ef- 
fect in 275 cities of more than 25,000 
population, was 7.37 cents on March 1, 
1922. In December, 1917, the average 
rate of fare was 5.09 cents; in Decem- 


ber, 1918, 5.72 cents; in December, 1919, 
6.25 cents; in June, 1920, 7.23 cents, and 
in November, 1921, 7.46 cents. These 
figures are based on statistics compiled 
by the information bureau of the 
American Electric Railway Association. 
A summary of compilation of cities in 
which fares have been changed brought 
down to March 1 follows: 


SUMMARY OF COMPILATION OF CITIES IN 
WHICH FARES WERE CHANGED 


Number Tota! Average 
of Cities Population Population 
Group 
*!  Ten-cent cash fare 140 8,602,869 61,449 
2  Nine-cent cash fare 6 257,500 42,917 
*3  Wight-centcashfare 83 8,032,505 96,777 
4 KEight-cent fare, 
one-cent trans- 
fer charge...... 26 1,741,124 66,966 
5 Seven-cent zones.. 7 | 333,684 47,669 
6 Six-cent city zone, 
l-cent charge for 
rides outside. .. 1 45,393 45,393 
7 Six-eent city zone, 
Six-cent fare 
outside zones, 
2-cent transfer 
charge:.,nc05 6: 10 469,275 46,927 
8 Seven-cent cash 
fa26.3 0c oe 169 8,996,529 52,233 
9 Six-cent zones.... 1 41,763 41,763 
10 Six-cent zones, av- 
erage length, 2 
ales. Vek 1 60,203 60,203 
11 Six-cent cash fare 103 5,656,255 54,915 
12 Two five-cent zones 2 95,900 97,950 
13. Five-cent city zone, 
five cents out- 
side. r ae 14 312,362 22,312 
14 Five-cent fare, ad- 
ditional charge 
for transfers... . 7 7,212,754 1,030,393 
15 , Five-cent straight 
fare, reduced 
rates eliminated 21 777,135° 37,007 
16 Five-cent fare re- 
dueed from 
higher fare... .. 7 184,157 26,308 
Total afte: deduct- 
ing cities in- 
cluded in more 
thanonegroup.. 598 42,919,408 71,772 


* The city of Chicago is included in both of these 
classes, the fare on the elevated lines being 10 cents 
and the surface lines 8 cents. 


‘Transportation 


News Notes 


Skip Stops Abandoned in Toledo.— 
The skip-stop plan will be abolished on 
the lines of the Community Traction 
Company, Toledo, Ohio, Commissioner 
Cann told the street railroad board of 
control at its monthly meeting on March 
15. Cars will then stop at every street 
intersection except in a few instances 
where intersections are very close to- 
gether. Signs will be put up to indi- 
cate just where cars stop at such points. 


Issues Booklet of Schedules. — The 
Fort Wayne (Ind.) Service Corporation 
has issued a handy booklet of schedules 
on all its lines. It is so arranged that 
the reader may estimate at what time 
cars are due at any given point. Points 
of general information which will aid 
both passenger and company are in- 
cluded in the guide, the transfer system 
is explained, and the method of loading 


and unloading of passengers clarified. . 


Fort Wayne is a city of 86,000. The 
weekly pass is in use in Fort Wayne. 


Indianapolis Program Curtailed.—All 
that is left of the Indianapolis (Ind.) 
Street Railway re-routing and speeding 


up program which the Board of Public 
Works undertook six weeks ago is the 
eross-town line in Thirty-fourth Street 
and Fairfield Avenue and the new route 
of the Riverside cars. The Board of 
Public Works lopped off another innova- 
tion recently when it ordered aban- 
donment of twenty-minute cross-town 
service in Washington Street between 
Irvington and Mt. Jackson. The In- 
dianapolis Street Railway submitted 
figures to show that in nine days there 
was an average of only thirty pas- 
sengers a day on the line. 

No Reduction in Fares.—At a recent 
hearing in Aberdeen, Wash., by the 
Public Service Commission, it was an- 
nounced that no reduction in fares in 


-either Aberdeen on the Grays Harbor 


Railway & Light Company, the local 
property, or Montesano would be 
ordered, or for intercity travel. The 
fare is 10 cents, or three tickets for 
a quarter for either city rides or inter- 
city transportation. The hearing was 
called upon request of the Aberdeen 
City Council. E. V. Kuykendal, direc- 
tor of public works department, stated 
that there was indisputable evidence 
showing that there was a loss of $36,000 
in 1921, and on this showing an order 
for lower rates, if contested in the 
courts, would be set aside. 


Springfield Crosstown Line Disputed. 
—A controversy has arisen in Spring- 
field, Mass., over the location of the 
trolley approaches to the new Connec- 
ticut River bridge soon to be opened 
for use. The Springfield Street Rail- 
way has petitioned for a loop around 
Court Square Extension as the most 
feasible means of handling traffic with- 
out congestion of the business streets, 
and this proposal has the support of 
many business men. It is opposed by 
those who assert that it interferes with 
the plan to create a beautiful civic 
center. Several other plans are pro- 
posed. The company stresses the ne- 
cessity of some means of connecting its 
East Side and West Side lines for 
through traffic. 

Sale of Passes Increases. — The 
weekly pass system which hase been 
inaugurated on the Fort Wayne city 
lines by the Indiana Service Cor- 
poration seems to have caught on well 
with the traveling public. During the 
first week 2,967 passes were sold and 
during the second week 3,546 passes 
were sold, making an increase of 579. 
The corporation has now made arrange- 
ments whereby the passes are on sale 
Saturdays, Sundays and Mondays by 
the operators of the cars. After Mon- 
days the passes are on sale at local 
stores and at the light and power de- 
partment of the company in the Utility 
Building. Some confusion has developed 
relative to transfers since the weekly 
pass was put into effect. It has, there- 
fore, been announced by the company 
that transfers will not be issued to pass- 
holders and it is absolutely necessary 
that all passengers paying cash or 
tokens must request their transfers 
when they board the car. Otherwise 
transfers are not issued. 
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A. E. Potter Is Club President 


President of United Electric Railways 
Heads New England Street 
Railway Club 


Albert E. Potter, president and gen- 
eral manager of the United Electric 
Railways, Providence, R. I., was elected 
president of the New England Street 
Railway Club on March 23. Mr. Potter 
is steeped in railway history and in 
railway management. He lives, eats 
and sleeps railway doings. And now as 
president of the New England club he 
will crowd more duties into an already 
active life. 

And there is this to say about Mr. 
Potter. He will find time, in some su- 
perhuman way, even if to all un- 
believers there is none. Moreover, he 
will do all his work with the left hand, 
so to speak, easily, nonchalantly, and 
lead you to believe that he has an hour 
or so to loaf with you. 

It all amounts to this, that Mr. Potter 


A, E. POTTER 


is alive every minute. Whereas others 
may mentally die, and need to sleugh 
off their old skins, Mr. Potter is per- 
petually animated. He can, therefore, 
do twice as much in half the time. 

For thirty-odd years Mr. Potter has 
been connected with the railways of 
Rhode Island. For the most part he 
has been officiating as general man- 
ager or president. In 1914 he was 
elected president of the Rhode Island 
Company, after serving as_ general 
manager of the company from 1906. In 
1921, when the Rhode Island Company 
was reorganized, after more than a 
year of receivership, into the United 
Electric Railways, Mr. Potter was 
made president and general manager. 

Mr. Potter showed his capabilities 
during the period that the Rhode Island 
Company was in the Slough of De- 
spond. For then the public was criti- 
cizing the company and the Mellon con- 
trol. But Mr. Potter’s attitude was 
universally admired, and throughout 
the trouble he kept the public with him. 


His father, who had been president of 
the traction lines for many years, had 
the same ability to work with the pub- 
lic. The names of Albert T. Potter and 
Albert E. Potter stand for right leader- 
ship ‘to the people in territories which 
the lines serve. 

Albert E. Potter has proved this fair- 
minded attitude over and over again 
in his association with the railway. He 
started his work in the track depart- 
ment of the Union Railroad, turned 
switches, directed cars in the congested 
areas, was everywhere at once to make 
the transportation system work 
efficiently. Then he was made superin- 
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tendent of conductors and motormen in 
1895, and established his record for 
squareness. In 1900 he became super- 
intendent of transportation, the first 
one to hold the office just created. As 
some one expressed it not long ago, all 
the superintendent of transportation 
has to do is everything the general 
manager doesn’t do, and in addition, 
hire and discharge all employees, super- 
vise operation of the roads, handle 
emergencies and keep the cars to 
schedule time. In 1906 he took R. I. 
Todd’s place as general manager, and 
had his own chance to look at the super- 
intendent’s job from a different angle. 
After that, it was but a step to the 
president’s chair, increased responsi- 
bilities, greater service, and more and 
more honors. And thus he became 
president of the New England Street 
Railway Club. 


E. J. Burdick Is Vice- 


President 


General Manager of Detroit United 
Railway Elected to Board 
of Directors 


Announcement of the appointment on 
March 11 of Ellsworth J. Burdick as 
vice-president and general manager of 
the Detroit (Mich.) United Railway 
will be received with great pleasure by 
his hosts of friends in the railway and 
engineering world. The advancement of 
Mr. Burdick again exemplifies the oid 
saying that there is always room at 
the top for the hard and intelligent 
worker and doer. 

Mr. Burdick received his early elec- 
trical training with the Brush Electric 
Manufacturing Company, Cleveland, 
Ohio, which he joined in 1889. Later 
he went to the Westinghouse company. 
In 1895 he went to Detroit to erect the 
electric machinery for the Everett- 
Moore syndicate, which was then en- 
tering the Detroit transportation field 
through what is commonly referred to 
in Detroit as the Pingree 3-cent lines. 

Shortly after this came the consolida- 
tion of the railway systems in Detroit 
and Mr. Burdick was retained as one 
of the force in charge of the electrical 
and power distribution systems. In this 
work he came under the direct notice 
of such men as J. C. Hutchins, Albert 
H. Stanley and F. W. Brooks. These 
men were so impressed with Mr. Bur- 
dick’s natural ability that he was used 
in special investigation work, particu- 
larly in the taking over of the many 
interurban lines that became a part of 
the extensive Detroit United System of 
nearly 1,000 miles of track. 

In 1901 Mr. Burdick became superin- 
tendent of power and in the years that 
followed he continued the investigation 
of many of the problems arising in the 
company, so that his knowledge of his 
own particular field became supple- 
mented by a fund of information of all 
the departments. In 1916 he was made 
assistant general manager, and grad- 
ually relieved Mr. Brooks, then 
president, of many arduous details, par- 


ticularly during the later years when 
iy. Brooks’ health began to fail. 

At the annual meeting of the stock- 
holders of the company in February of 
this year, when a considerable revision 
was made in the directorate of the com- 
pany, Mr. Burdick was the unanimous 
choice for general manager of the prop- 


EK. J. BuRDICK 


erties. This appointment has since been 
followed by his election to the board of 
directors and to the vice-presidency. 
He remains general manager as well. 
The recent honors conferred on Mr. 
Burdick are not only gratifying to his 
many railway and engineering friends 
throughout the country but are particu- 
larly pleasing to his fellow workers in 
the Detroit United Railway. 

Mr. Burdick has taken active part 
in the work of the American and the 
Central Electric Railway Associations. 
He is past-president of the Detroit 
Engineering Society, a member of the 
American Society of Mechanical Engi- 
neers and is a registered mechanical 
and electrical engineer in Michigan. 

While Mr. Burdick is a tremendously 
vigorous worker, he is also a firm be- 
liever in recreation, which he finds at 
his summer home on Briggs’ Lake, 2 
two hours drive out of Detroit. There 
behind his house is his garden, while 
in the waters in front the finny tribe 
abounds. 
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B. R. T. Makes Appointments 


John Weigel, Charles Johnson, Harry 
Dittmar Are Made Division 
Superintendents 


The appointment of three division 
superintendents of the Brooklyn Rapid 
Transit Company, New York, N. Y., has 
been announced. John Weigel, assist- 
ant superintendent at DeKalb Avenue 
Depot, has been appointed division 
superintendent of Crosstown Division 
to take the place of J. J. Riley, who re- 
signed on Noy. 30, 1921. Charles John- 
son, assistant superintendent at Frank- 
lm Avenue Depot, has been raised to 
the rank of division superintendent of 
Franklin Avenue Division. Harry E. 
Dittmar, supervisor of the Power Sav- 
ing Department, has been made division 
superintendent of DeKalb Avenue Divi- 
sion. 

John Weigel, the new superintendent 


assistant superintendent in charge at 
DeKalb Avenue Depot. 

Charles Johnson, who was appointed 
division superintendent of Franklin 
Avenue Division on Jan. 15, has been in 
the employ of the company for nearly 
twenty-nine years and more than 
twenty-seven years of this time he has 
spent in one depot, Bergen Street, in 
various capacities. He entered service 
at Bergen Street Depot as a conductor 
in March, 1893. He was successively 
motorman, register taker, inspector and 
chief inspector of the Central Division. 
He also held the posts of night depot 
master and day depot master and just 
before his new position, he had that of 
assistani superintendent of Franklin 
Avenue Depot. : 

Harry E. Dittmar, division superin- 
tendent of DeKalb Avenue Division, has 
been with the company for more than 
sixteen years. His first position was 


sociation of Claim Agents. The asso- 
ciation has as members claim agents of 
steam railroads, electric railways and 
Power companies. 

L. T. Peck, for many years president 
of the Honolulu Rapid Transit & Land 
Company, Honolulu, H. IL. has retired 
from that position. A. L. Castle, for- 
merly secretary of the company, has 
been elected president to succeed Mr. 
Peck. Mr. Peck continues with the com- 
pany as chairman of the board. 

E. G. Connette, president of the 
United Gas & Electric Corporation, was 
recently elected a director of the White 
Qil Corporation. W. B. Emmert, a 
vice-president of the United Gas & 
Electric Engineering Corporation, of 
which Mr. Connette is also president, 
was elected a director of the White Oil 
Company at the same time. George 
Bullock, who is connected with the 


H. E. DITTMAR 


JOHN WEIGEL 


CHARLES JOHNSON 


at Crosstown, is a man of wide and 
varied experience in street railroading. 
He started upon his career as a rail- 
roader in 1896, when he went to work 
as a motorman at Fifty-eighth Street 
Depot. By the end of 1897 he became 
an inspector and in the following year 
he was made general inspector for the 
whole Surface Transportation Depart- 
ment. 

In 1899, Mr. Weigel was appointed 
assistant superintendent of Canarsie 
Depot and a year later he was made 
chief of the time-table department, a 
position he held for more than fifteen 
years. In 1916 he resigned to enter the 
employ of the United Gas & Electric 
Engineering Corporation, Manhattan. 
For this corporation he spent one year 
in traveling to inspect the various 
properties in which the corporation was 
interested. One of its properties was 
the International Railway, which oper- 
ates in Buffalo, Niagara Falls and 
Lockport, and in 1917 Mr. Weigel was 
made general superintendent of this 
company with headquarters in Buffalo. 

Mr. Weigel, after severing his con- 
nection with the United Corporation 
and its properties in 1920, spent six 
months doing special work for various 
railway companies, among them the 
Lancaster Railway, the Elmira Rail- 
way and the Boston Elevated Railroad. 

From September, 1920, to his present 
appointment, Mr. Weigel has been 


that of motorman at Maspeth Depot, in 
1905. Four years later he became a 
register inspector and in 1912 a special 
inspector and was assigned to the Time- 
table Department. 

Mr. Dittmar was made supervisor of 
headways in 1920, and later that year 
he was made assistant superintendent 
in charge at Maspeth Depot. On Jan. 1, 
1921, he was appointed supervisor of 
the power saving department, in which 
capacity he was serving when his recent 
appointment as division superintendent 
at DeKalb Avenue Division took effect. 


Col. H. H. Dean has been appointed 
district counsel of the Georgia Railway 
& Power Company, Atlanta, Ga. He 
has been with the company for several 
years, and will now have charge of 
cases in the northeastern Judicial 
Circuit. 


Marion B. Bracken, assistant to the 
chief of the claim department of the 
United Railways, St. Louis, Mo., has 
been with this department of the com- 
pany for twenty-five years. Members 
of the company gave a banquet in his 
honor recently to celebrate his excellent 
service. 


L. F. Wynne, general claim agent of 
the Georgia Railway & Power Com- 
pany, Atlanta, Ga., was recently elected 
vice-president of the Southeastern As- 


United Gas & Electric Company, was 
made a director also. 


J. C. Walter is now master mechanic 
of the Danville Street Railway & Light 
Company, Danville, Il. He has been 
with the Illinois Traction System, 
Peoria, which owns the Danville com- 
pany, for eleven years, beginning as 
freight car repairman. He became suc- 
cessively chief freight car inspector and 
general foreman of the passenger car 
department. 


Ob 


Prorenierd 


Edward H. Ives, assistant general 
superintendent of the Detroit (Mich.) 
United Railway, died on March 19 as a 
result of injuries received when an in- 
terurban train of the Detroit United 
Company struck the automobile which 
he was driving. 


E. H. Sellers, for many years chair- 
man of the tramways committee of Hud- 
dersfield, England, died recently. His 
position on the board of aldermen as 
chairman of the tramways committee 
placed him practically as the operating 
head of the Huddersfield Corporation 
Tramways. During the war his duties 
were extremely arduous. 
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Manufactures and the Markets 


DISCUSSIONS OF MARKET AND TRADE CONDITIONS FOR THE 
MANUFACTURER, SALESMAN AND PURCHASING AGENT 


‘ROLLING STOCK PURCHASES 


BUSINESS ANNOUNCEMENTS 


Census Bureau’s First Report 
on Lumber Prices 


The first report on mill prices of lum- 
ber was issued the middle of February 
by the Bureau of Census of the Depart- 
ment of Commerce. It gives an average 
of the prices of actual sales of lumber 
at the mills. The reports were obtained 
by the Bureau of the Census directly 
from the mills. Each item price pub- 
lished is a simple average of the prices 
reported on that item. 

The 1919 average, the 1920 average 


began early in May and was completed 
in August, these being the first meters 
to be placed in use having the car-in- 
spection dials of the present design. 
An article on this installation appeared 
in the ELECTRIC RAILWAY JOURNAL for 
Feb. 19, 1921. 

From the experience on this one di- 
vision over a period of eighteen 
months’ operation, the company was 
convinced by October, 1921, of the value 
of the meters and was ready to extend 
their use over the entire system. But 


AVERAGE MILL PRICES PER THOUSAND FEET 


No. | Common 


Southern Pine 
B and Better 


Douglas Fir 
No. 1 Common 


No. 2 VoG- 


2in.x4in.x 16ft. Flat Grain 2in.x 4in. x 12 ft—14ft. Flooring 
ISIE Flooring SISIE 
lin. x 4in. lin. x 4in 
OT Maveragsers) ccc aleers coc % $38.51 $49.82 $22.48 $48.27 
1920 average..... 48.41 73.56 26.73 62.64 
1921 October.... 25.35 43 OSC Ne, 
November. . 29.50 47.80 P72 49.84 
December. . 29.91 49.01 13.36 50.58 
Red Cypress Hemlock 
No. | No. | No. 1 
mom Common Common 
2 in.x4 in.x12ft.—16 ft. Flooring Flooring No. 2 
S Flat Grain Flat Grain Common 
PNA eDACe aaa ieee iieleecaass $43.33 $59.75 $49.50 $32.24 
E920 AVOPALE sii o7 ois ccare se 44.33 73.33 65.83 42.94 
T92ZWOctobertvaes. Sts. fen. 24.00 65: 00S es... 20.34 
November) ies 54 0. Ee 28.83 65.63 43.50 22.65 
Deceibertwmtail ce ctyrsiiet. 8) ausioieis, me een, Bo SO eee 


and October, November and December, 
1921, figures are given for ten repre- 
sentative items of Southern pine, 
Northern pine and red cypress, respec- 
tively; for nine items of Douglas fir and 
three of hemlock. 

Hardwood prices as given are from 
Northern mills only, the majority of 
which are located in Wisconsin and 
Michigan. ‘ 


P. R. T. Buys 2,181 More Meters 


The Philadelphia (Pa.) Rapid Transit 
Company has contracted with the 
Economy Electric Devices Com- 
pany for what is probably the largest 
single order for power-saving devices 
ever placed. This comprises 2,181 San- 
gamo Economy watt-hour meters hay- 
ing the power-saving and car-inspec- 
tion dials. It will provide a complete 
equipment for all the surfage cars and 
principal utility cars owned by the 
company. 

The study of power-saving devices by 
this company began as far back as the 
fall of 1917. This led up to a forty- 
five-car competitive test in the spring 
of 1919. The savings which were ef- 
fected on this occasion evidently satis- 
fied the company as to the merit of the 
watt-hour meter, for an order for 310 
meters was placed in February, 1920. 
‘These meters made a complete equip- 
ment for the cars of the Callowhill di- 
vision. The installation of the meters 


to make sure that there were no new 
developments which could better the 
showing made by the meters, another 
competitive test was conducted on two 
representative routes with different 
groups of cars on each route. The de- 
vices were masked and normal figures 
of power consumption were first ob- 
tained. Then the power-saving test 
was started early in December and 
lasted until Christmas. The test satis- 
fied the company as to the efficiency of 
the Economy meter in inducing savings 
under the severe operating conditions 
imposed by Christmas traffic and 
winter weather, as the order for the 
complete equipment of the entire sys- 
tem followed. 


Proposed Merger of Machine Tool 
Manufacturers 


A rumor has been rife for several 
weeks of the merger of several leading 
machine tool manufacturing companies. 
It is now possible to announce that the 
plans for the merger have finally been 
completed, and while the name of the 
new corporation has not definitely been 
decided upon an official announcement 
will probably be made shortly. The 
new company will be not only one of 
the largest machine tool organizations, 
but one of the largest mergers of 
machinery manufacturing concerns that 
has ever been formed. 

The companies included in the merger 


are the Lodge & Shipley Machine Tool 
Company, the Carlton Machine Tool 
Company, Newton Machine Tool Works, 
Inc., Betts Machine Company, the Col- 
burn Machine Tool Company, Hilles & 
Jones Company, Modern Tool Company, 
and Dale Machinery Company. 


Bulletin on Coal Supply Issued 


The Coal Bureau of .the Natural 
Resources Department of the Chamber 
of Commerce of the United States 
recently issued a bulletin giving an 
analysis of the coal situation, the pur- 
pose of which is to give business men 
information regarding possible fuel 
supplies in the event of a strike of 
miners on April 1. The bulletin con- 
cludes with a summary of statements 
from 648 typical retail dealers showing 
the days’ supply of coal usually carried 
by them on April 1 and also in the 
hands of various classes of consumers. 


Pacific Electric Purchases 
New Equipment 


President Paul Shoup of the Pacific 
Electric Railway, Los Angeles, Cal., has 
advised the California Railroad Com- 
mission that he had ordered fifty new 
cars required by the commission at the 
time of the readjusted fares. The cars 
ordered are of all-steel construction and 
will have center entrances. Each will 
have a seating capacity of sixty-five 
passengers. 

The cars will be used exclusively on 
the Hollywood line in accordance with 
the commission’s order. They will sup- 
plant cars of the old type. The equip- 
ment has been ordered from the St. 
Louis Car Company and the Westing- 
house Manufacturing Company and will 
cost $800,000. The contracts call for 
delivery within four months and the 
cars will be put in service as soon as 
they are received and equipped for 
operation. 

With the cost of new equipment just 
purchased, cost of the new subway con- 
struction and acquisition of additional 
rights-of-way for this improvement, 
the Pacific Electric Railway will during 
the year 1922 have made a capital ex- 
penditure of approximately $3,000,000 
in additions and betternients to its 
service. 


Metal, Coal and Material Prices 


Metals—New York March 21, 1922 
Copper, electrolytic, cents per lb.. 
popper wire base, cents per lb... 
Lead, cents per lb............. 5 
Ting; Conta per Ih. chiacele[roailcdemioseae < 
Tin Straits, cents per Ib................. 


Bituminous Coal, f.o-b. Mines 
Smokeless mine run, f.o.b. vessel, Hampton 


Roads, gross tons....-........+.0+000+ $4.575 
Somerset mine run, Boston, net tons...... 1.875 
Pittsburgh, mine run, Pittsburgh, net tons 2.00 
Franklin, IL, screenings, Chicago, net tons 1.925 
Central, Ti, screenings, Chicago, net tons 1.75 
Kansas ‘screenings, Kansas City, net tons 2.50 
Materiais 
Rubber-covered wire, N. Y. cents per lb.. 5.90 


Cement Ch roof wire base, N. Y., cents per Ib. 


Cement,Chicago net Cae without bags.. 1.94 
Linseed oil,(5-bbl. lots), N. Y., cents per gal. 89.00 
White lead, (100-Ib. keg), N. Y., cents per lb. i a 


Turpentine (bbl. lots), N.Y., cents per gal. 
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Rolling Stock 


Savannah (Ga.) Electric & Power 
Company has ordered thirty one-man 
cars, planning to reduce its operating 
expenses. 

Southern Pacific Company, Portland, 
Ore., has just received twelve new elec- 
tric cars which cost approximately 
$400,000. These are being assembled at 
the Beaverton shops and will be used 
for service on the Southern Pacific elec- 
tric lines in Oregon. 

Interstate Public Service Company, 
Indianapolis, Ind., has ordered from the 
Cincinnati Car Company the five light- 
weight, one-man, interurban cars re- 
ferred to in the ELECTRIC RAILWAY 
JOURNAL for March 11. These will be 
used to give suburban service between 
New Albany and Jeffersonville, Ind., and 
Louisville, Ky. 
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Track and Roadway 


Brockton & Plymouth Street Railway, 
Plymouth, Mass., within the next few 
weeks expects to rebuild two miles of 
track. 

Arkansas Valley Railway, Light & 
Power Company, Pueblo, Col., will re- 
build three to five miles of track using 
new ties and rails. 


Meridian Light & Railway Company, 
Meridian, Miss., is extending its Hast 
End Thirteenth Street line from Six- 
teenth Avenue north to connect with the 
Ninth Avenue line. 


Savannah (Ga.) Electric & Power 
Company is planning to spend $375,000 
in improvements during 1922. Last 
year the company spent about $120,000 
in extensions and improvements. 

Eastern Wisconsin Electric Company, 
Sheboygan, Wis., has been granted per- 
mission by the city to extend its track 
on the south side of the city. About 
a mile of line will be installed. 


Calgary, Alta.— The street railway 
department in charge of the local mu- 
nicipal railway has applied to the City 
Commissioners for authority to call for 
tenders for thirty-five tons of steel rails 
to be used on Centre Street. 

Tri-City Railway, Davenport, Iowa, 
will soon start in on its Fifteenth Street 
paving project and will put in new rails. 
The improvement will cost more than 
$100,000. At the same time the city 
will start work on its part of the paving 
program. 

Chicago & Joliet Electric Railway, 
Joliet, Ill., expects to rebuild 5,700 ft. 
of double track, paved with brick, on its 
interurban line through the city of 
Lockport within the next ninety days. 
No material has as yet been purchased 
for this job. 

Pacific Electric Railway, Los Angeles, 
Cal., expects soon to authorize the 
double tracking of its line on Broadway 
between Olive and Bonito Avenues. The 
tracks will cross those of the Salt Lake 


Railroad. The company will begin soon 
to negotiate for a franchise covering 
this improvement. 

Cape Fear Railways, Inc., Fayette- 
ville, N. C., expects to start work on the 
extension to Camp Bragg soon, in order 
that construction may be completed by 
June 1. Cross ties and rails have al- 
ready been purchased and construction 
has been started at the Camp Bragg 
end. 


Trenton & Mercer County Traction 
Corporation, Trenton, N. J., proposes to 
lay a spur track. from its power house 
on Lincoln Avenue and place cables 
underground. This will affect thirteen 
land owners who own the strip, 40 ft. 
x 20 ft., which is desired by the com- 
pany. Justice Trenchard in the New 
Jersey Supreme Court has appointed 
three commissioners to appraise this 
strip of land, located on Seward Avenue. 


Arkansas Valley Interurban Railway, 
Wichita, Kan., is making track connec- 
tions at Hutchinson with the steam 
roads, at an expenditure of about 
$25,000 and involving about ? mile of 
track. Track connections are also being 
made at Sedgwick at an expense of 
several thousand dollars. A new steel 
concrete bridge is to be built soon, at 
a cost of about $5,000, which will make 
practically every bridge on the line 
steel concrete. 


Power Houses, Shops 
and Buildings 


Ohio Electric Railway, Lima, Ohio, 
will have to construct substations at 
Yoder, New Hampshire and Huntsville 
owing to a change in the cycle of 
current. 

Philadelphia, Pa—The Director of 
City Transit has announced that seated 
proposals for “cable connections for 
Power Feed and Negative Return, Con- 
tract 644” and for constructing an 
“Addition to the Car Inspection Shop 
in the Bridge Street Yard, Contract 
648” for the Frankford Elevated Rail- 
way will be received at the Director’s 
office until Thursday, March 30. 


Arkansas Valley Interurban Railway, 
Wichita, Kan., is constructing a new 
brick concrete station at Halstead, 
which with some track connections will 
cost about $8,000. Contract has been 
let for this improvement. The com- 
pany is also proposing to build an addi- 
tion to its shops during this summer, 
also putting in some six miles of addi- 
tional feeder wire from one of its sub- 
stations. 

Los Angeles (Cal.) Railway has 
placed orders for new electrical equip- 
ment to be used in two new substations 
involving an expenditure of approxi- 
mately $250,000. The substations will 
be located in the southwest section and 
northwest area respectively. The new 
stations will operate automatically like 
the Vernon and Garvanza_ stations, 
which have been referred to previously. 
The machinery will be furnished by the 
General Electric Company. 


Trade Notes 


McClellan & Junkersfeld, Inc., New 
York, N. Y., have been engaged as 
engineers and constructors for the new 
power plant which the Union Electric 
Light & Power Company is building on 
the Illinois side of the Mississippi 
River, south of the city limits of East 
St. Louis. 

Westinghouse Electric & Manufac- 
turing Company, East Pittsburgh, Pa., 
has appointed C. E. Skinner, manager 
research department, as assistant direc- 
tor engineering in that company. His 
duties as assistant director will cover 
research, standards and other work 
along these lines. He will be located 
in the main engineering offices at East 
Pittsburgh. 

E. C. Stockdale, general sales man- 
ager of Page & Hill Co., with offices 
in Chicago, recently resigned. It is 
understood that the sales of the com- 
pany will be directed from the home 
office in Minneapolis in the future. W. 
D. Schneider has been appointed man- 
ager of the Chicago office of the com- 
pany with sales jurisdiction over 
Illinois, Indiana and Ohio, and the 
southern half of Wisconsin. 

Diamond Power Specialty Corp., De- 
troit, Mich., has taken over the business 
and plant of the Diamond Power Spe- 
cialty Company, which formerly con- 
ducted the Diamond Soot Blower busi- | 
ness. Norman L. Snow, formerly of the 
Terry Steam Turbine Company, has 
been elected president and treasurer 
of the new company. Mr. Snow is a 
graduate of Yale Scientific School and 
Massachusetts Institute of Technology, 
and has been in the power plant field for 
the past eighteen years. 

Daniel E. Costigan, late captain and 
inspector of police in New York, who 
recently retired from the Police De- 
partment, has established a private 
detective agency in the Mills Building, 
15 Broad Street, New York. Captain 
Costigan has been recognized as a man 
of exceptional ability by such police 
commissioners as the late Theodore 
Roosevelt, General Bingham and Gen- 
eral E. V. Greene, and his cognomen 
in New York has been “Honest Dan.” 
He is prepared to undertake public 
utility business. 


‘New Advertising Literature 


The Martindale Electric Company, 
Cleveland, Ohio, has issued a new four 
page circular on Commutator Grinding 
and Slotting, which fully describes its 
Imperial Commutator Stones and other 
devices for undercutting mica. 

Century Wood Preserving Company, 
Pittsburgh, Pa., has just issued a bul- 
letin on storing and seasoning railway 
ties. This gives information on air and 
steam seasoning and the factors influ- 
encing the type of seasoning used. In- 
formation is also given in connection 
with the handling of ties in storage. 


